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Look Before You Locate on 
Starrett Lehigh Building, bounded by West 26th and 8 
West 27th Streets and IIth and 13th Avenues, New a. 
York City, affords an excellent location for manufac- | ~ 
turing and distribution. Re 
0 

IT HAS — 7 
® Lehigh Valley Railroad freight terminal on street level. "; 
Freight elevators direct to platform in rail yard. . 

® Truck elevators to all floors with convenient truck pits, ” 
offering street floor facilities throughout the building. " 

® Floor areas, 52,000 to 124,000 sq. ft. Smaller units may | The Southwestern territory, tributant to B 
be leased. Houston, roasts approximately 150,000 B 

© Low insurance rates. tons of Green Coffee per annum, while " 

® Live steam for manufacturing purposes. | Houston alone roasts 15,000 tons. p 

® Fast passenger elevators. t 

© Restewrant and barber shop. Adequate steamship services from the Cof- ‘ 
fee producing countries of Brazil, Colombia, ¢ 

INVESTIGATE THE ADVANTAGES OF THIS BUILDING Venezuela and Mexico, together with PRC 
You will find it easily adaptable as your Eastern manu- competent Coffee handlers; and last but MIs 
facturing and distributing plant, sales and display not least, all charges from steamship rates Los 
offices. It is situated on wide thoroughfares in the to the seal on the car are comparable to RAI 
center of Manhattan. charges at other Ports, makes it worthwhile Mo 
Nationally-known concerns, already occupants of the rs yan aoe , the logical os 
building, have been able materially to lower their New eR Eee Se NS NE. ”" 
' Sa INI 

— —s costs and at the same time increase Ask your Importer to quote prices for 
their efficiency. You, too, can save here. delivery via Houston. wn 
Starrett Lehigh Building ™ 

D. R. CROTSLEY, Manager, 601 West 26th Street J. Russell Wait DI 

Telephone: CHickering 4-0297 Director of the Port PE 

De 
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A 
NORTH AMERICAN 
LEASE 


Is Sound Business 


Economy 


Isn't it good business to be in control 
of the Tank and Refrigerator Cars your 
business requires... to be sure of 
the number and type of cars you want, 
when and where you want them? 


Isn't it good business, too, to know 
that the cars that carry your goods are 
particularly adapted to your require- 
ments—cars whose appearance and 
condition reflect your standing in the 
field and the quality standards you 


atk RIGERATOp maintain? 


and 


POULTRY 

















CARS 


A North American lease gives you 
control of Tank or Refrigerator Cars with 
all the advantages above described. It 
assures you of unusually modern and 
well conditioned cars. And it enables 
you to adapt your car supply to your 
individual needs and seasonal require- 
ments. 


Let us tell you the complete story. 


* 
A North 


American 
Car Lease 
Is Sound 
Business 
Economy 


NORTH AMERICAN 


oy.) ame) ite) 7 yale), | 


327 South La Salle St., Chicago 
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Taking Details 
Out of Shipping 














8,000,000 MILES OF FLYING 

























































































When you deal with the Orient, ship via 
TR A \ ] | ( 66 bd 99 PL N American Mail Line. Leave the details of Volu 
| 4 A i } h the shipment will go to your Ameri- a 
via can Mail poe agent. He will ship it the 
e shortest possible way (via SEATTLE) and 
Fly all your trips, the speedy it will arrive days, possibly weeks, sooner. 
comfortable way An American. Mail Line President Liner sails 
‘ from Seattle every other Saturday; one ar- 
Summer ship temperatures on your winter trips. Enjoy hotel rives in Seattle every other Tuesday. Sched- all 
comfort in fast transport air liners. Cabins in every ship main- vag! regular. as clockwork, Service ror sett 
H s s ° eet of fast cargo liners to ports o apan, 
tain an average of 72 degrees even in mid-winter! ioe ach die iain tuannt an ae 
NOVEMBER FARES apes ck tom de 
For information, apply desk No. 6 to 0 
; ee lta. 0ti‘(‘iOOCOCOCOCOCOCOC(‘idL”*Cé#«@R@RESSEMMD = (Gis 21 West Street... cece eeeeees New York 
Special 7th Anniversary Offer tet tees Eee Wiles “Detroit 
Using Thee Bide eo" See c Neer me bias 
, ROUND TRIP General Freight Office vehi 
Chicago-Twin Cities ........... $25.00 960 Qreatt Bulllling...5.<...00-0000. Seattle way 
(Effective morning and evening services only) plici 
Chicago-Winnipeg ............. 52.50 AMERI AN . 
° J 0 
Chicago-Bismarck ............. 48.00 
Chicago-Billings ............... 78.00 M AIL LINE shit 
(Ten Day Return Limit) Bae roat 
Ships leave Chicago 2:00 a. m.-8:15 a. m.-4:30 p. m. = 76 offices in 22 countries at your service sou: 
FLY TWIN CITIES ........ 314 hours ma: 
FLY WINNIPEG ........... 11 hours am 
FLY BILLINGS ............ 14 hours i 
All metal transport planes, with complete instrument equip- _ 
ment. 
Complimentary Hotel and Restaurant accommodations at 
Minneapolis Airport for through passengers. 1 
Veteran pilots, radio beam and two-way radio phones. 
Daily service Chicago to Milwaukee, Madison, Twin Cities, = 
Fargo, Winnipeg, Bismarck, Billings and intermediate points. far 
Our 2:00 a.m. plane north out of Chicago makes direct con- J UST LIKE OURSELVES fre 
nections via air and rail at Twin Cities for practically all points fre 
north and west. Oriental buyers are just like ourselves. They have 
“Business men have taken to the Air.’’ the same problems in merchandising, the element get 
Inf 7 ; of TIME being much to their disadvantage. Ac- pa: 
epanaiaenn Reservations commodate your Oriental customers by sending nes 
their orders over the shortest route, via Seattle, the 
nearest United States port to Oriental markets. th 
They'll appreciate your thoughtfulness. is 
The Port of Seattle is one of the most modern 4 
ports in the world. Write for illustrated book : 
describing port facilities and phenomenal growth i 
in tonnage. Bell Street Terminal, Seattle, U. S. A. 8 
Ine. r0 
ca 
mi 












Chicago Offices lho 
State 7110 Franklin 8220 
or ask at 
Hotels—Travel Bureaus—Postal and Western Union Offices 
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Our Platform 


A permanent transportation institute, supported by 
all interested in sound policies, for the purpose of 
setting forth facts without bias. 

Take the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Keep politics out of rate-making. 

A scientific determination by competent and un- 
biased investigation as to whether commercial motor 
vehicles are paying their fair share of the cost of high- 
ways used by them in their business, and a uniform ap- 
plication of the principles thus arrived at. 

Equalization of regulation of the various agencies 
of transport. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the rail- 
toads as a whole the adequate revenue prescribed by 
sound public policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





MEETING COMPETITION 


HOUGH it might seem that the railroads are en- 

titled to the utmost praise for their endeavors to 
meet motor vehicle competition—their reduced passenger 
fares, new-fangled motor coaches to run on rails, reduced 
freight rates, and store-door pick-up and delivery of 
freight—what is it getting them? 

In so far as they can, by reduced fares, for instance, 
get enough additional business to make the carrying of 
passengers pay them a profit, it is, of course, good busi- 
hess, and the same principle applies to everything else 
they are doing. But the point is that, generally speaking, 
they cannot meet motor vehicle competition because there 
is no limit below which the motor vehicles cannot drop 
if they wish in the effort to take business from the rails. 
If a railroad reduces rates to meet truck competition, the 
truck simply drops a notch lower and nothing has been 
gained ; rather, something has been lost because the rail- 
toad is getting less money for the traffic it continues to 
carry. If it puts in store-door pick-up and delivery to 
meet truck competition, there is nothing to hinder the 
truck from offering some other inducement that will 
render useless the effort of the railroad. Nothing is ac- 
complished, usually, but to make transportation cheap 
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for the shipper. He is delighted at the situation and, 
hence, does not usually lend his aid in the effort to re- 
move the cause of the trouble. 

That cause is lack of equality in regulation. The 
railroads are hampered on every hand by the necessity 
for getting permission to do whatever they may wish to 
do. Even if they get it, the motor vehicles, unhampered 
by any such restrictions, simply do what is necessary to 
preserve the differential and nobody gains anything— 
nobody but the shipper, that is. 

While we would not actually discourage forward- 
looking efforts and experiments by the railroads, we 
would offer the suggestion that they sit tight in the boat 
so far as endeavoring to meet motor vehicle competition 
is concerned, continuing to charge compensatory rates 
for the service rendered and making that service as good 
as they can, until such time as there shall be sensible 
and fair regulation of transportation as a whole with no 
unfair advantage to one agency of transport over another. 
The railroads ought to bend the weight of their effort 
toward bringing about such a situation, which is “on the 
cards,” we believe, for realization not long hence. When 
it comes and the railroads and the motor vehicles are 
regarded as parts of a coordinated system of transport, 
each with its place to fill but with no unfair advantage 
to either in the filling of it, then the railroads will know 
with what they have to contend and how far it is wise to 
go in the competitive effort. Until that time they can 
get nowhere in the race. 

The situation as to competition between railroads 
and motor vehicles is much the same as it would be be- 
tween a manufacturer subject to and abiding by a N. R. 
A. code and one not governed by a code and doing any- 
thing he pleased as to wages, hours, and trade practices. 
The first effort of the regulated manufacturer should be 
not to compete with the unregulated one, but to get him 
under equal regulation or be relieved from regulation 
himself. 


STEEL RAIL ANTICS 
N pursuance of its policy of endeavoring to create 
business where there is none, the Roosevelt adminis- 
tration conceived the idea of persuading the steel com- 
panies to reduce the price of steel rails below the base 
price of $40 on condition that the railroads would buy 
in quantity at the reduced price, the government to lend 
them the money to do so. The railroads promptly pledged 
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themselves to buy some 800,000 tons under these condi- 
tions. J. B. Eastman, Federal Coordinator of Transpor- 
tation, on whom the job was wished by President Roose- 
velt, conducted the negotiations looking toward the ac- 
cumulation of railroad orders and announced that the 
price ought to be something less than $35 a ton. Any 
other price, he said, ought to call for a government ex- 
amination of the books of the steel companies. The steel 
companies, however, made a price of $37.75 a ton. This 
called forth from Mr. Eastman charges of “collusion”— 
because the steel companies all made the same price 
promptly—but he said a price of $35 would be accepted. 
But President Roosevelt “made a monkey” of Mr. East- 
man by intervening at this juncture, splitting the differ- 
ence with the steel companies at a price of $36.375. The 
steel companies now, notwithstanding their statements 
that the original price quoted by them represented cost 
with only a fair profit, stand ready to sell at the com- 
promise price and the railroads are preparing to borrow 
and buy. This, in a nutshell, is the story of this phase 
of the “new deal.” 


It is to be presumed that the steel companies, in view 
of the large orders expected at the reduced price, see it 
to their business advantage to sell and are not merely in- 
fluenced by administration pressure or their own false 
ideas as to the way to restore business prosperity by 
selling at a loss; if not, they are “suckers.” It is to be 
presumed also that the railroads that will borrow money 
from the government and buy these rails are buying 
something they really need and see an advantageous busi- 
ness opportunity in the situation, and are not influenced 
by pressure or unsound ideas about buying something 
they do not need in order to make business good; if not 
they, too, are not only “suckers,” but traitorous to their 
stockholders. 

Not the least humorous of the things that have hap- 
pened in connection with this deal are the accusations of 
“collusion” heaped on the heads of the steel companies, 
which merely responded promptly to the demand made 
on them by the Coordinator for a price. Of course, the 
price they submitted was the result of an agreement 
among them. What else could have been expected or 
asked? And if their agreement on price was contrary to 
sound public policy, what about a price agreed on be- 
cause suggested by the coordinator or the man in the 
White House? Was the method by which they arrived at 
an agreement on this price any different from the method 
used in agreeing on a price of $37.75? Of course, if the 
steel companies had agreed on a price well under $35— 
enough under to have pleased Mr. Eastman and President 
Roosevelt—there would have been no charge of collu- 
sion; everything would have been lovely. 

To be sure, the government has a right to lay down 
the conditions under which it will lend money to the 
railroads or to anyone else, and that is what it is doing. 
It has, however, become a government of spasms rather 
than of fixed and sound policy and it is creating for busi- 
ness the same sort of atmosphere. Men who know abso- 
lutely nothing about the steel business are saying what 
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the price shall be and the steel companies and their cus. 
tomers can accept that or refrain from doing business, 
We perceive no consistency in depressing the price of 
steel rails—the steel business being itself more or less 
“basic’—and then resorting to all sorts of unheard of 
methods to raise the prices of farm products and other 
things—and we would suggest a little better coordina. 
tion between the coordinator and his chief, 


WESTERN PASSENGER FARES 


The Traffic World Washington Bureay 


Appropriate action has been taken by the Commission to 
permit transcontinental, western and southwestern railroads to 
put into effect, not sooner than December 1, reduced passenger 
fares in accordance with the determination of the executives of 
carriers in the regions mentioned, the distinguishing feature of 
which is the two-cent a mile fare in coaches. It has given sixth 
section permission to H. W. Siddall and J. E. Hannegan to 
publish tariffs naming fares on the lower bases on one day’s 
notice, but not before December 1, as requested by the tariff 
publishing agents. 

First class fares, one way, are to be on the basis of 83 1/3 
per cent of the present first class one-way fare, thus making 
the basis generally three cents a mile. 

The coach fare is to be 55.55 per cent of the present one- 
way fare, making the basis generally two cents a mile. 

The coach fare between points on the Pacific coast and the 
territory east thereof, when the tickets carry restricted transit 
limits, stopovers and baggage checking privileges, are to be 
generally 1.5 cents a mile. : 

There is to be an intermediate class to, from and between 
stations in the territory west of and including El Paso, Tex, 
Albuquerque and Belen, N. M., Ogden and Salt Lake City, Utah, 
on the basis of two cents a mile with the tickets good for use 
in tourist sleepers; to and from territory west of St. Paul and 
Duluth, Minn., on the general basis of two cents a mile, tickets 
to be honored in tourist sleepers west of St. Paul, but in coaches 
only east of that city; and to and from territory west of Butte, 
Helena, Great Falls and Havre, Mont., and Pocatello, Ida., on 
the general basis of two cents a mile, tickets to be honored in 
tourist sleeping cars from starting point to destination. 

There is to be a mixed class to eastern and southern terri- 
tories. It igs to be constructed on the basis of the coach and 
intermediate class fares from the selling point to eastern gate 
ways added to first class and coach fare tickets tendered there- 
from. 

The sixth section permission also covers round trip fares 
with ten-day and six months’ limits; all-year excursion fares, 
winter excursion fares, a season limit to southwestern territory, 
and short limit provisions to western and southwestern tervi- 
tories in which the transit basis will be one and a third of the 
one-way first class fares. 


S. A. L. COACH FARES 


The receivers of the Seaboard Air Line Railway Co., for 
that carrier and its subsidiaries, have asked for permission 
to establish, on short notice, reduced coach fares for an experi- 
mental period from December 1 to May 31 on the basis of 
55.55 per cent of the present fares. The new fares would be 
approximately on the basis of two cents a mile. They desire 
to make an effort to regain passenger traffic from busses and 
private automobiles and meet the competition of other carriers 
who are experimenting with reduced fares, particularly the 
Louisville and Nashville, Atlanta and West Point, Western of 
Alabama, Nashville, Chattanooga and St. Louis, the Mobile and 
Ohio and the Southern. 

Action on the sixth section application to make the lower 
fares operative on less than statutory notice is being held up 
while fourth section matters that would arise under the new 
basis are being treated. 


ROCK ISLAND “CONSOLIDATION” 


The Commission, in Finance No. 9410, Rock Island system 
consolidation, has denied the petition of that carrier for the 
elimination of the condition imposed upon the carrier in the 
report authorizing it to consolidate its properties under section 
5 of the interstate commerce act. (See Traffic World, Septem: 
ber 2, p. 381.) The condition which the Rock Island desired 
to have taken out of the report was that it would abide by such 
findings as the Commission might hereafter make with respect 
to the acquisition of the Wichita Northwestern by the Rock 
Island. 
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And now the railroads are to get steel 
rails for $36.375 a gross ton. President 
Roosevelt is not a Yankee, yet he has lived 
so close to New England all his life that 
he knows the value of “splitting the differ- 
ence” between the $37.75 the steel makers 
demanded when they, in compliance with the steel code, filed 
the figure the United States Steel Corporation named in what 
it had prepared for the code, and the $35 Coordinator Eastman 
set as the reasonable price to be paid. 

President Roosevelt, in the eyes of some, rather stepped 
on the Eastman idea of collusion in his statement as to how 
the $37.75 figure came into existence by setting forth the 
steel-makers’ story as how it came about. The big steel com- 
pany, it seems, named the price. The others followed it. In 
other days, when there was a seller’s market for steel, the 
smaller companies sometimes had prices higher than the big 
unit. But not now. Now the big unit makes the prices. 

Pressure by the executive branch of the government of 
the United States brought about a preferential price for the 
railroads. It may be suggested that that is the first time for 
a long while that the government has done anything prefer- 
ential for them, if it is not the first time. No other user of 
steel got a cut in his price. The farmer, for whom the gov- 
ernment officers usually do their most distressful yowling, on 
the day rails came down, continued to pay $39.59 a gross ton 
for bars, the form of steel most used for agricultural imple- 
ments. Galvanized sheets, of which there is a great farm use, 
remained at $63.82 a gross ton, and automobile body sheets, of 
which the farmer buys a good many, did not waver from the 
old price of $61.60. 

Of course if, in these days, it has become a sin for an 
industry to make a profit, some of those prices may be too 
high, but for this disjointed discourse, there is no point in 
questions about the level of the prices. It is not a section 1 
thing at all. It is a second or third section matter, or akin 
to it. One class of steel users gets a reduction; all others 
must continue to pay the prices filed with the steel makers’ 
institute, under the NRA code, while the railroads get rails at 
a shaded price. 

The purchasing power of the steel industry is to be cut 
to the extent that the reduction in rails cuts a figure. By the 
same sign, the purchasing power of the railroads, thinking of 
borrowing from the government so as to buy steel rails, is to 
be increased. Up to this time it has not been thought that 
the NRA was to reduce anybody’s purchasing power. On the 
contrary, the idea has been that everybody’s P. P. was to be in- 
creased. 

But what’s a little inconsistency, real or fancied, in any- 
thing the government does? Inconsistency is the spice of life. 
If a preacher did not occasionally run away with somebody 
else’s wife, why newspapers or other preachers equipped and 
ready to point the finger of scorn at the erring one? 


Just a Little 
Preference for 
the Railroads 





It may be that G. P. Shaw, the man 
who made up the Pennsylvania’s pick- 
up and delivery tariff (elsewhere in this 
’ issue) was somewhat hurried, and that, 
if he had had more time, he would not have done what he 
did in his hurry. But he gave tariff readers, whose occupation 
is probably as prosaic as anything else imaginable, a thrill 
when he delimited the groups in which the Pennsylvania would 
render the proffered service. 

- For instance, in Note No, 28, in which the limits of the 
ridgehampton group on Long Island are set forth, he shows 
a line as going “south on Halsey Lane to residence of F. S. 
+opping. Summer delivery in that area is limited so that 
it ends at the “residence of F. W. LaFrentz.” 

Folks at the Commission having to do with the tariff 
auioe broadly when they read the boundary descriptions in 
ridgehampton, because they know F. S. Topping. He is asso- 


What if Topping 
or LaFrentz Move? 
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ciated with Beverly W. Dunn in the American Railway Asso- 
ciation’s bureau of explosives. In addition, he is a cousin 
of A. A. Topping, who has charge of sixth section matters in 
the Commission’s bureau of traffic. Mr. LaFrentz, fortunately 
or otherwise, is not known among the Commission men, He 
may be a friend or friendly acquaintance of Mr. Shaw or some 
other tariff-maker in the metropolitan area who knows that 
that maison de LaFrentz is a landmark in Bridgehampton. 





President Roosevelt and Hugh S. 
Johnson are not the first public officers 
who found the English in common use not 
quite adequate to indicate what is now 
described as “chiseling in.”” Examiner Leo 
J. Flynn has the honor, so far as known, 
of first advising Congress and the Commission, in an official 
paper, that there was such a practice. 

“It is the practice of operators of this description to ‘chisel 
in,’ that is, connive at obtaining an office or station as near 
as possible to the depot of a responsible bus company, cut 
the fares, and engage in sidewalk solicitation for business, for 
which high commissions are allowed,” said Flynn, in his report 
in No. 23400, coordination of motor transportation, late in 1931. 
The Senate printed the report as document No. 43, 72nd Con- 
gress, first session. It was issued by the government print- 
ing office as a result of its presentation in the Senate by Senator 
Metcalf and is dated January 6, 1932. With its index it is a 
volume of 136 pages. ‘“‘Chiseling’” and “chiselers” are becom- 
ing favorites. “Chiseler’ was used in the hearing on the ware- 
housing code and in the discussion at the meeting in Baltimore 
of the Associated Traffic Clubs of America. 


Congress Learned 
About Chiselers 
Late in 1931 





Ever since Frederick H. Prince, of 
Boston, got the ear of Franklin D. 
Roosevelt for his ambitious plan for 
squeezing the railroads of the country 
into seven or eight systems, there have been whispers about 
what the Commission said about Mr. Prince in its report in 
No. 6833, in re Pere Marquette Railroad Company and Cincin- 
nati, Hamilton and Dayton Railway Company, 44 I. C. C. 1-263, 
decided March 17, 1917. 

This report was the result of the Commission responding 
to the request of the House committee on interstate and for- 
eign commerce for an investigation of “the character of the 
service, physical condition of the equipment and _ property, 
financial history, transactions and practices of the Pere Mar- 
quette Railroad Company.” 

The whispering has become notably audible, however, since 
the coordinator of transportation announced that he would use 
the so-called Prince plan as a basis for studying the railroad 
consolidation question. Following a reference to the 1917 pro- 
ceeding by John J. Cornwell, general counsel of the Baltimore 
and Ohio, in a recent address denouncing the Prince plan, ex- 
cerpts from the Commission’s 1917 report have been published 
in the newspapers. Mr. Cornwell identified Mr. Prince as a 
Boston banker “of whom the Interstate Commerce Commission 
spoke in rather harsh terms a good many years ago. ig 
There are some biting words in that report. 

“This sordid tale has been told without adjectives,” said 
the Commission in its report. “The facts speak for themselves, 
and they have been given in all their nakedness, without other 
comment than such as would serve to tie them to other facts, 
also of record.” 

The report in which Mr. Prince was criticized by the Com- 
mission recited the facis concerning what the Commission 
called “the exploitation in 1903, 1904, and 1905 of the Pere 
Marquette and the Cincinnati, Hamilton, and Dayton,” in the 
course of which the bonded indebtedness of those roads was 
considerably increased without much addition to the proper- 
ties. The increase was made by three managements, one of 
which was the Prince management. Among the exploitation 
acts was the payment of dividends not earned and the grant 
of fat commissions on bond flotations. 

The exploitation, the Commission report said (p. 222), was 
not an incident of railroad construction. The properties, it 
added, had long been established. It said that, to the extent 
that the flotations ultimately lodged in the hands of innocent 
investors, whether here or abroad, the public was deeply 
wronged. 


Halloween Skeletons 
and Rail Mergers 





Now that the Pennsylvania has filed 
its so-called store door delivery tariff, it 
might be fitting to suggest that the day 
of the “scientific” rate-making is on its 
way to oblivion. Of course, a captious 
one might suggest that “scientific,” as 
used in this connection, be defined. However, lacking a defi- 
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nition, it may be suggested that the adjective has been applied 
to the method of undertaking to deal with all rate situations 
by making scales taking into consideration primarily horizontal 
distance with little concession to the vertical distances, or lack 
of them, in river valleys. 

Along about 1888, A. C. Bird, then vice president of the 
Chicago, Milwaukee and St. Paul, according to legend among 
the older traffic men, while on the witness stand was asked 
what was the scientific method of making freight rates. His 
answer was that he had never heard of it. The only method 
he had heard of, he said, involved comparison, competition, and 
compromise. Distance was not regarded by him as the con- 
trolling factor, though distance would be involved in the com- 
parison of rates. 

More than one man who can remember the old timers in 
the art of making freight rates is wondering if there have 
not been, in recent years, too many brain trust men, coordina- 
tors, and such like tinkering with rates, the result of which 
has been the creation of structures that invite the building up 
of competition on the waterways and highways simply because 
the rate structures produced by them did not show the use of 
the Bird rule for making rates. Such rates are now being 
replaced by rates that do not look so symmetrical but do at- 
tract some traffic. The Pennsylvania tariff is called a store door 
delivery tariff. It is that but it is much more, many think. 
It gives recognition to the fact that the truck can be used 
profitably in hauls not exceeding 260 miles. The rates are 
intended to make the shipper lose his fondness for truck serv- 
ice by offering him something as good, if not better, on the 
rails.—A. E. H. 


REVENUE FREIGHT LOADING 


The American Railway Association announced November 3 
that revenue freight loading the week ended October 28 totaled 
636,647 cars, a decrease of 13,808 cars under the preceding 
week but an increase of 19,390 cars over the corresponding 
week last year. Miscellaneous loading totaled 233,539 cars; 
merchandise, L. C. L., 171,422; grain and products, 30,018; forest 
products, 23,889; ore, 18,899; coal, 130,438; coke, 6,339; live- 
stock, 22,130. 

Loading of revenue freight the week ended October 21 totaled 
650,482 cars, according to the car service division of the Amer- 
ican Railway Association. (See Traffic World, Oct. 28.) This 
was a decrease of 13,576 cars under the preceding week this year, 
but an increase of 8,497 cars over the corresponding week in 
1932. It was, however, a decrease of 119,191 cars below the 
corresponding week in 1931. 

Miscellaneous freight loading the week ended October 21 
totaled 239,503 cars, a decrease of 7,181 cars below the preceding 
week, but 3,185 cars above the corresponding week in 1932. It 
was, however, a decrease of 45,260 cars under the corresponding 
week in 1931. 

Loading ef merchandise less than carload lot freight tctaled 
173,090 cars, an increase of 1,363 cars above the preceding week 
but 5,333 cars below the corresponding week last year, and 
41,622 cars below the same week two years ago. 


Grain and grain products loading totaled 28,496 cars, a de- 
crease of 259 cars below the preceding week, 4,550 cars below 
the corresponding week last year and 11,667 cars below the same 
week in 1931. In the western districts alone, grain and grain 
products loading for the week ended October 21 totaled 18,394 
cars, a decrease of 2,613 cars below the same week last year. 

Forest products loading totaled 24,117 cars, 630 cars below 
the preceding week but 5,545 cars above the same week in 1932 
and 295 cars above the same week in 1931. 


Ore loading amounted to 26,815 cars, a decrease of 4,788 cars 
below the preceding week, but 20,489 cars above the correspond- 
ing week in 1932 and 9,891 cars above the same week in 1931. 

Coal loading amounted to 128,317 cars, a decrease of 822 
cars below the preceding week, 12,426 cars below the correspond- 
ing week in 1932 and 24,504 cars below the same week in 1931. 

Coke loading amounted to 6,453 cars, a decrease of 406 cars 
under the preceding week but 1,622 cars above the same week 
last year, and 720 cars above the same week two years ago. 

Live stock loading amounted to 23,691 cars, a decrease of 853 
cars below the preceding week, 35 cars below the same week 
last year and 7,044 cars below the same week two years ago. In 
the western districts alone, loading of live stock for the week 
ended October 21 totaled 19,378 cars, an increase of 40 cars 
compared with the same week last year. 

Two districts—Allegheny and Northwestern—showed in- 
creases compared with the preceding year, while the Eastern, 
Pocahotas, Southern, Central Western and Southwestern reported 
decreases. All districts, however, reported decreases compared 
with the corresponding week in 1931. 

Revenue freight loading by districts for the week ended 
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October 21 as compared with the corresponding period of 193 
was reported as follows: 


Eastern district: Grain and grain products, 4,813 and 6,101; liy 
stock, 1,594 and 2,022; coal, 28,112 and 32,200; coke, 2,052 and 1,7; 
forest products, 1,712 and 1,219; ore, 2,581 and 1,325; merchandiy. 
L. C. L., 47,557 and 48,102; miscellaneous, 50,710 and 46,850; total 
1933, 139,131; 1932, 139,522; 1931, 170,961. 

Allegheny district: Grain and grain products, 2,501 and 2,826; liy 
stock, 1,494 and 1,375; coal, 32,124 and 32,671; coke, 2,479 and 1,64: 
forest products, 1,077 and 860; ore, 6,399 and 456; merchandig 
L. C. L., 34,625 and 36,210; miscellaneous, 42,630 and 36,866; total 
1938, 123,329; 1932, 112,911; 1931, 149,949. 

Pocahontas district: Grain and grain products, 428 and 278; liy 
stock, 353 and 198; coal, 32,815 and 36,141; coke, 333 and 233; fore 
products, 808 and 437; ore, 448 and 176; merchandise, L. C. L., 5,4% 
and 5,233; miscellaneous, 5,327 and 4,898; total, 1933, 45,936; 1939 
47,594; 1931, 51,137. 

Southern district: Grain and grain pescnee. 2,360 and 2,834; live 
stock, 872 and 793; coal, 15,239 and 18,799; coke, 271 and 388; forest 
products, 7,374 and 5,508; ore, 728 and 201; merchandise, L. C. L, 
29,381 and 30,351; miscellaneous, 32,517 and 33,249; total, 1933, 88,74): 
1932, 92,123; 1931, 109,436. ’ 

Northwestern district: Grain and grain products, 6,952 and 7,494; 
live stock, 6,755 and 6,634; coal, 6,958 and 7,032; coke, 1,017 and 573: 
forest products, 5,899 and 4,672; ore, 14,562 and 2,702; merchandise, 
L. C. L., 19,457 and 20,340; miscellaneous, 28,289 and 26,908; total 
1933, 89,889; 1932, 76,355; 1931, 97,334. 

Central western district: Grain and grain products, 7,644 and 
9,167; live stock, 10,662 and 10,600; coal, 8,776 and 9,080; coke, 18) 
and 118; forest products, 4,156 and 3,138; ore, 1,867 and 1,245; mer- 
chandise, L. C. L., 23,799 and 24,845; miscellaneous, 52,016 and 54,245; 
total, 1933, 109,100; 1932, 112,438; 1931, 124,248. 

Southwestern district: Grain and grain products, 3,798 and 4,346; 
live stock, 1,961 and 2,104; coal, 4,293 and 4,820; coke, 121 and 169: 
forest products, 3,091 and 2,738; ore, 230 and 221; merchandise, L. C. L,, 
12,847 and 13,342; miscellaneous, 28,014 and 33,302; total, 1933, 54,355; 
1932, 61,042; 1931, 66,608. 

Total, all roads: Grain and grain products, 28,496 and 33,046; live 
stock, 23,691 and 23,726; coal, 128,317 and 140,743; coke, 6,453 and 4,831; 
forest products, 24,117 and 18,572; ore, 26,815 and 6,326; merchandise, 
L. C. L., 173,090 and 178,423; miscellaneous, 239,503 and 236,318; total, 
1933, 650,482; 1932, 641,985; 1931, 769,673. 


Loading of revenue freight in-1933 compared with the two 
previous years follows: 


1933 1932 1931 

Four weeks in January........... 1,910,496 2,266,771 2,873,211 
Four weeks in February.......... 1,957,981 2,243,221 2,834,119 
Four weeks in March............. 1,841,202 2,280,837 2,936,928 
PIvVe WOGES 1 BOrdl. 2... iccccccsccs 2,504,745 2,774,134 3,757,863 
Four weeks in May............... 2,127,841 2,088,088 2,958,784 
Four weeks in June............¢. 2,265,379 1,966,488 2,991,950 
Pave WOGEN Th DU. cc ck ccccvcves 3,108,813 2,420,985 3,692,362 
Pour weens in Avgust............ 2,502,714 2,064,798 2,990,507 
Five week in September.......... 3,204,551 2,867,370 3,685,983 
Week ended October 7............ 654,428 625,089 763,818 
Week ended October 14........... 664,058 649,690 761,596 
Week ended October 21........... * 650,482 641,985 769,673 

ME! Ginckovnabbiwnte ja aieneen 23,392,690 22,889,456 31,016,794 


DANGEROUS ARTICLES RULES 


Director W. P. Bartel of the Commission’s bureau of serv- 
ice has circulated among those interested proposed regula- 
tions (revised) for the transportation of explosives and other 
dangerous articles by water, on which two formal hearings 
have been held by him. With respect to the proposed regula- 
tions, Director Bartel, in a note of submittal, said: 


Two formal hearings on this subject have been conducted by the 
Commission at its offices in Washington, numerous conferences have 
been held at the offices of the Bureau of Explosives in New York 
City, and of the Commission in Washington, at which many changes, 
including the deletion of considerable matter, have been made, and it 
appears that substantial agreement has been reached among inter- 
ested parties with respéct to the proposed regulations. It is proposed 
that the matter of these regulations be disposed of as follows: 

Unless objections are filed within 20 days from the date hereof 
to any of the proposed requirements, the Commission will consider 
the issuance of an order making the proposed regulations effective, 
and may temporarily suspend action on any of the requirements ob- 
jected to pending further consideration. 


Director Bartel, in No. 3666, the case in which the Com- 
mission prescribes regulations for the carriage of explosives 
and other dangerous articles by freight and express by rail, 
has circulated proposed amendments to existing regulations. In 
connection with proposed regulations, he, in a note of submittal, 
said: 


Petitions for these amendments ordinarily would be considered at 
our next oral hearing in this docket. As it appears, however, that 
conferences were had at the offices of the Bureau of Explosives, New 
York City, on September 7, 1933, and on other dates, and that sub- 
stantial agreement has been reached among all parties interested in 
the proposed amendments, it is proposed that these petitions be dis- 
posed of by modified procedure. Unless objections are filed within 20 
days from the date hereof to any of the proposed items, the Com- 
mission will consider the issuance of an order making the proposed 
amendments effective, and may temporarily suspend action on the 
items objected to pending further consideration. Additions and 
changes are indicated by underscores, except as otherwise shown. 


CHANGE IN DOCKET 


Argument in No. 25112, Pan American Feed Co. vs. A. T. & S. F. 
Ry. et al., assigned for October 31, at Washington, D. C., was post- 
poned to date to be hereafter fixed. 
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Decisions of Interstate Commerce Commission 












to June 16, 1931, and within fhe statutory periods prior to the filing 
of complaints to the extent that they exceeded those stated below: 


COCOA RATINGS CHANGED 
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N reconsideration the Commission in No. 23054, E. & A. 
O Opler, Inc., vs. A. T. & S. F. et al., has reversed the decision 
of division 2, in 186 I. C. C. 445, as to carload ratings on cocoa, 
in bulk in bags, or in bulk in barrels. The division dismissed 
the complaint finding the ratings not unreasonable. 

The new decision is that the carload ratings for cocoa, in 


To Benkelman, Stratton, Trenton, Wauneta, Culbertson, McCook, 
Maywood, Wellfleet, Grainton, Sutherland, North Platte, Niobrara 
and Verdigre, Nebr., 52.5 cents from group 3, 49 cents from group 2, 
and 43.5 cents from group 1. 

To Indianola, Bartley, Cambridge, Holbrook, Arapahoe, and Edi- 
son, 47.5 cents from group 3, 44 cents from group 2, and 38.5 cents 
from group 1. 

To Bassett and Stuart, Nebr., and Fleming, Ft. Morgan, Brush, 


on inner containers in barrels or boxes in three classification terri- ae pn Pt goed is tle ie bag from group 3, 52 cents from 
88,742, tories will be unreasonable for the future to the extent they may That rates in issue on fuel oil and other low-grade petroleum 
7,494.8 exceed fifth class in official, seventh in southern and fifth class pootatn, were, ons aan ser _the future will be sarensonatie te othe 
d 573;—@ in western territory, minimum 36,000 pounds. It has further responding saulenmmnanenen rates inal reasonable i gasoline. 
ndise, B® found that between points where class rates governed by west- 
otal ern classification were prescribed in the southwestern and west- Commissioner Lee, concurring in part, said he did not agree 
| angie ern trunk line revisions the carload rates on cocoa, in inner’ that rates here assailed to points not included under previous 
>, 180% containers in barrels or boxes are and for the future will be findings of unreasonableness should now be found unreasonable 
rey unreasonable to the extent they exceed or may exceed column in the past. 

"E35, subject to a minimum not exceeding 36,000 pounds. A further Commissioner Mahaffie, dissenting, said the adjustment here 
4,346; finding was that the carload rating in southern classification for required was based almost entirely on a review of the Commis- 
68; cocoa in bulk in bags or barrels is and for the future will be  sion’s reports in other cases. He said he found no evidentiary 
(355: unreasonable to the extent it exceeds or may exceed seventh support from the record in this case for the findings made. 

class, minimum not to exceed 36,000 pounds. These ratings are The rates for the future to Gregory are to be made effective 
a ‘to be made effective not later than January 25. not later than January 25. 
dise, In a dissent Commissioner Mahaffie said the pote sat wer ceceneeseeensiensneensouenisntann 
otal, ings prescribed in this report had been voluntarily establishe 

by tariff changes made by carriers in the several classification F ROSTED MEAT BASIS 

two | territories while this litigation was pending. As the matter Rates on frosted meat from Butte, Mont., to New York and 
now stood, he added, the complaint had been fully satisfied. The Baltimore, lower than those on fresh meat but on a higher 
question, he declared, had become moot by tariff changes. There Minimum, have been prescribed by the Commission, division 4, 

1 was no useful purpose to be served, he asserted, by the report in No. 25340, Hansen Packing Co. vs. Baltimore & Ohio et al., 

a and order of the majority which only prescribed as reasonable ffective not later than January 26. That action has been taken 

‘998 | maxima rates and ratings voluntarily established. He said a8ainst the opposition of big packers using the chilled fresh 

$63 | the finding of division 2 herein should be affirmed. Commis- meat process, and eastern railroads. 

960 sioner Brainerd joined in that expression. . Having found unreasonable a rate of 240 cents, the Com- 

362 snmpenesnnteitnitieaniantitaias ee pongo =o —_ ——— of a or: of 

507 cents from Butte to east ban ississippi River crossings 
PETROLEUM PRODUCTS RATES plus a rate of 70 cents to New York and points taking the 
596 The Commission, in No. 21850, August Sinner et al. vs. A. T. Same rates and 68 cents to Baltimore and Baltimore rate points, 
673 & S. F. et al., and the cases joined with it, has found unreasonable Minimum 45,000 pounds. Generally the fresh meat minimum 
94 the rates on gasoline and other products of petroleum from points is 21,000 pounds and the packing house products minimum, 

in the Kansas City, Kansas and Oklahoma groups to Benkelman, 30,000 pounds. aa 
Stratton, Wauneta, Culbertson, McCook, Maywood, Wellfleet, Dissenting, Commissioner Mahaffie said he was not con- 
Grainton, Sutherland, North Platte, Indianola, Bartley, Cam- vinced that the so-called “frosted meats” should take rates 

v- bridge, Holbrook, Arapahoe, Edison, Niobrara and Verdigree, Other than those applicable to fresh meats; nor that the Com- 
a- Neb., and Fleming, Ft. Morgan and Peetz, Colo., in the past and Mission should prescribe rates applicable only to one plant on 
or awarded reparation; not unreasonable to Lynch and Anselmo, account of heavier loading made possible by its patented process 
38 Neb.; and unreasonable to Gregory, S. D., to the extent they of preparing its product. 

* may exceed 45 cents from the Kansas City group, 50 cents from In arriving at its conclusion that it should prescribe rates 
the Kansas group and 52 cents from the Oklahoma group and 80 0n frosted meats the Commission considered the rates on other 
per cent of those rates on fuel oil and other low grade products. Commodities, subjected to intense cold for their preservation, 

€ The other complaints joined with the title case are: that loaded heavier than fresh meats and yielded higher car- 

; No. 14750, North Plate Light & Power Co. vs. A. T. & S. F. mile revenue on traffic from the Pacific coast and intermediate 


== ss 


_—— 


et al.; No. 21059, Erwin, Ingram et al. vs. Same, and five sub- 
numbers, Claude Hargan et al. vs. Same, Bartley Co-Operative 
Oil Co. et al. vs. Same; H. V. Grantham et al. vs. Same; Rystrom 
Co. et al. vs. Same, and A. J. Howard et al. vs. Same; No. 21941, 
Gregory Independent Oils et al. vs. Same; No. 22908, Maywood 
Equity Exchange vs. Same; and No. 26076, S. & R. Service, Inc., 
vs. Same. 

Reparation has been awarded on shipments to some of the 
destinations to the basis of rates prescribed in A. B. A. Inde- 
pendent Oil Co. vs. A. T. & S. F., 172 I. C. C. 375. By order of 
January 4, 1932, the Commission reopened for further hearing 
complaints joined in the A. B. A. Independent Case and No. 
22908, Maywood Equity Exchange, Inc., vs. A. T. & S. F., was set 
for hearing with the reopened cases. The reopened cases were 
No. 21850 and sub Nos. 1 to 5 with respect to rates in the past 
and the right to reparation and with respect to rates for the 
future to a small number of destinations; No. 14750 and No. 
21059 as to reparation on shipments moving at various dates 
and No. 22908, as to the reasonableness of rates in the past and 
the right of the complainant to reparation. The findings, other 
than those awarding reparation to named complainants, follow: 


aber the rates assailed to Lynch and Anselmo are not unreason- 
’ That the rates assailed on gasoline and petroleum products tak- 
ing the same rates to Gregory, S. Dak., for the future will be un- 
reasonable to the extent that they may exceed, 52 cents from group 
3, 50 cents from group 2, and 45 cents from group 1. 

That the assailed rates on gasoline and paereloune products tak- 
ng the same rate to the following points were unreasonable prior 


territory to eastern destinations. It said that it was of the 
opinion that the conditions surrounding the movement of frosted 
meat were such as to justify the prescription of an alternative 
rate and minimum. If the frosted meat is loaded to a minimum 
no higher than fresh meat there will be no rate for it other than 
the fresh meat rate. 

Frosted meats differ from fresh meats in that after the 
animal is slaughtered and the carcass cooled, the edible por- 
tions are cut up into retail units, wrapped in cellophane, packed 
in paper cartons and boxed, and then subjected to temperatures 
from 50 to 60 degrees below zero. Fresh meat, the report said, 
was subjected to a chilling process only. 

Swift & Co., Armour & Co., John Morrell & Co., Jacob E. 
Decker & Sons, the Rath Packing Co. and eastern railroads 
intervened in opposition to the complaint. Frosted meat is 
most commonly shipped in the so-called mechanical safety 
refrigerator car, although older types of refrigerator cars can be 
utilized. The value of frosted meat, the Commission said, was 
not of record but that it would seem that labor costs incident 
to its preparation would enhance its value, especially when 
compared with fresh carcass meat, which was prepared for 
sale by the retailer. 

The complainant suggested a rate not to exceed 150 cents 
with a minimum between 40,000 and 50,000 pounds. On October 
15, 1930, a rate of 240 cents, charged on complainant’s shipments, 
was established, composed of a proportional rate of 153 cents to 
east bank Mississippi River crossings and 87 cents beyond. 

The loading of complainant’s shipments is about 49,000 
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pounds with a potential loading in excess of 60,000 pounds. In- 
tervening packers and eastern railroads took the position that 
the prescription of a 40,000 pound minimum on frosted meat 
as sugegsted by Montana railroads was tantamount to prescrib- 
ing dual minima. 


COAL AND COKE RATES 


The Commission, by division 2, in fourth section applications 
66680 and others, coal and coke to Central and Trunk Line Ter- 
ritories, in sixth supplemental fcurth section order No. 10119, 
has authorized railroads with long routes to establish and main- 
tain rates on coal and coke from mines in Pennsylvania, Mary- 
land, the Virginias, Kentucky, and Ohio to destinations in the 
territories mentioned, the same as over the short lines, subject 
to a fifty per cent circuity, except that, in instances where the 
earnings are not less than five mills a ton mile, they may make 
departure rates over routes not more than 60 per cent circuitous. 
Prior relief orders have been rescinded, effective February 24. 


COMMISSION REPORTS 


Stocker Animals 


No. 25243, Sub. No. 2, W. H. Driggers et al. vs. A. T. & 
S. F. et al. By division 3. Rates, stocker cattle and calves, 
points in Arizona and New Mexico over interstate routes to 
destinations in New Mexico prior to January 25, 1932, unreason- 
able to the extent they exceeded rates and minima on feeder 
cattle provided in appendix B to the Concho Livestock Co. vs. 
A. T. & S. F., 178 I. C. C. 501; except that the minimum to be 
applied in connection with calves in double-deck carloads shall 
be 23,000 pounds for cars 36 feet 7 inches in length, and that 625 
pounds shall be added to that minimum for each additional foot 
or fraction thereof. If the weights cannot be determined the 
rates, the report said, should be applied to the proper minimum 
weight, plus 10 per cent. Proceeding held open for hearing 
proof of damage. Rates for the future were prescribed in Live- 
stock—Western District Rates, 176 I. C. C. 1, and became effec- 
tive January 25, 1932. The Commission, therefore, considered 
only the rates charged on shipments made prior to January 25, 
1932. 

Cane and Sorghum Seed 


No. 25434, Sharp Grain Co. vs. A. T. & S. F. et al. By divi- 
sion 3. Rates charged, cane seed and sorghum seed, straight or 
mixed carloads, points in Kansas to Dallas and Fort Worth, 
Tex., inapplicable on tonnage which received no transit. Ap- 
plicable rates on that tonnage were combinations in effect over 
the routes of movement. Applicable rates not unreasonable. 
Reparation awarded. 

Grain 


No. 25532, Cargill Elevator Co. vs. C. & N. W. et al. By divi- 
sion 3. Dismissed. Rates charged, grain, originating at points 
in South Dakota and Minnesota, transited at Wausau, or Green 
Bay, Wis., and the grain or the products thereof forwarded to 
points in Wisconsin and Michigan, found applicable and not 
shown to have been or to be unreasonable. 


Liquid Carbonic Acid Gas 


No. 25726, Empire Products Corporation vs. A. T. & S. F. 
et al. By division 3. Dismissed. Rates, liquid carbonic acid 
gas, carloads, Denver, Colo., to El Paso, Tex., not unreasonable. 
A commodity rate of $1.305, minimum 40,000 pounds, was charged 
on five shipments and the fourth class rate of $1.445, minimum 
30,000 pounds, was charged on the other shipments. A rate of 
70 cents was sought. Shipments in question moved between 
January 2, 1931, and December 6, 1932. The Commission said 
that a movement of only three cars of acid gas a year from 
— to El Paso did not warrant any rate lower than fourth 
class. 

Coal Briquettes 


Fourth Section Application No. 15180, coal briquettes from 
Ashland, Wis. By division 2. Great Northern, Northern Pacific, 
Omaha, Soo Line and Duluth, South Shore & Atlantic authorized 
in fourth section order No. 11394 to establish rates, coal 
briquettes, over their routes by way of Superior, Wis., from 
Ashland, Wis., to destinations on their lines the same as those 
applicable on like traffic over the direct line or route without 
observing the long and short haul part of the fourth section, 
provided that the rates from, to and between higher rated inter- 
mediate points shall not exceed rates constructed on the basis 
of the scale prescribed in the Holmes & Hallowell case, 69 
" C. C. 11, and subject to the 50 and 70 per cent circuity limita- 
tion. 

Grain Reparation 


No. 23599, Rea-Patterson Milling Co. vs. M. P. By division 
3. Upon further hearing determined that C. O. Ross and Haz 
W. Reed, Jr., receivers of Rea-Patterson Milling Co. are entitled 
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to reparation of $595.35 on grain, points in Kansas, milled iy 
transit at Coffeyville, Kan., and the products reshipped to desti. 
nations in Arkansas under finding in 169 I. C. C. 719 that the rates 
charged were inapplicable, Reparation was sought on shipments 
moving at rates in effect between June 4, 1927, and May 30, 
1929, inclusive, and delivered or tendered for delivery between 
June 21, 1927, and July 30, 1929, inclusive. 


Kaolin Clay 


No. 25067, Onondaga Pottery Co. et al. vs. A. C. L. et al., and 
No. 25347, Hartford Faience’Co. vs. Same. By division 3. Dismissed, 
Rates, kaolin clay, Edgar, Fla., to Syracuse and Solvay, N. Y,, 
and Hartford, Conn., not unreasonable or unduly prejudicia] 
in the past. Dismissal was based on the fact that rates were 
established as a result of the Commission’s decision in Edgar 
Plastic Kaolin Co. vs. A. C. L., 194 I. C. C. 292. The Commis. 
sion said that in the circumstances of this case no findings as 
to the rates for the future was necessary. 


Livestock 


No. 25080, The South St. Joseph Live Stock Exchange ys, 
A, V. I. et al. By division 3. Dismissed. Issues presented by 
complaint assailing carload rates, livestock between South St. 
Joseph, Mo., on the one hand, and points in Kansas, Nebraska, 
Colorado, Oklahoma and Texas, on the other, found to be moot. 
Carriers, the report said, on March 10, 1932, reestablished the 
rates on fat livestock to and from South St. Joseph which were 
in effect prior to January 25, 1932, and on April 1, 1932, reestab- 
lished the rates on feeder livestock to and from South St. Joseph 
which were maintained before January 25, 1932. The present 
rates on the traffic considered, the report said, were entirely 
satisfactory to the complainant and interveners and that it was 
conceded by them that the complaint had been satisfied. It 
was complainant’s view, said the report, that its evidence was 
relevant in this proceeding even though directed wholly against 
rates no longer in effect, on the ground that such rates might 
be reestablished unless they were found by the Commission to 
be violative of the interstate commerce act. The Commission 
said it was its opinion, however, that in view of defendants’ 
voluntary establishment of rates sought by complainant and 
interveners, no issues were now presented for disposition by it. 
Should the defendants seek to change the present rates on the 
traffic considered, the Commission said it was clear that com- 
plainant and other parties would have the usual opportunity of 
attacking such new rates and of being heard in support of their 
position. 

Cotton Reparation 


No. 18761, Galveston Cotton Exchange & Board of Trade 
et al. vs. A. & V. et al., No. 19599, Alexander Eccles & Co. vs. 
M. & O. et al., and a sub-number thereunder, Same vs. Illinois 
Central et al. By the Commission. Upon further hearing, 
amounts of reparation due under findings in previous report, 179 
I. C. C. 386, on account of unreasonable rates found by division 
3, cotton, any quantity, carriers’ privilege of compression, points 
in Alabama, Tennessee, and Mississippi to Galveston, Tex., found 
to be $4,718.74 to H. Kempner, $8,217.42 to H. Kussbaum, »/6.04 
to Crespi & Co., and $333.42 to N. Estrada, Inc. Commissioner 
Mahaffie reiterated the dissent made in the previous report and 
Commissioners Lee and Tate noted a dissent. 


Manganese Ore 


No. 25579, Traffic Bureau Lynchburg Chamber of Commerce, 
for National Paint & Manganese Co., vs. Southern et al. By divi- 
sion 3. Dismissed. Rates, manganese ore, Lynchburg, Va., to 
points in Texas not unreasonable or unduly prejudicial. The 
complaint alleged the rates were unreasonable, unduly preferen- 
tial of Philadelphia, Pa., and unduly prejudicial to Lynchburg. 
Complainant sought rates based on 12.5 per cent of first class and 
in no event higher than 15 per cent stated in amounts by the 
gross ton, minimum 40,000 pounds. 

Sheep 

No. 25472, I. A. Braden vs. A. T. & S. F. et al. By division 
4. Charges collected, sheep, in double-deck cars, Mosquero, N. M., 
to Leoti, Kan., there fed in transit and forwarded to Kansas City, 
Mo., unreasonable to the extent that they exceeded charges 
which would have accrued at a rate of 68 cents, minimum 24,000 
pounds. Reparation awarded. Shipments were made in October, 
1930. Complainants sought reparation to the basis of 56 cents. 
The railroads claimed that there was no connection between 
shipments made to the feeding point in October, 1930, and the 
shipments beyond in March, April and May. The Commission 
said it was of the opinion and that it found that the shipments 
considered were through shipments from Mosquero to Kansas 
City entitled to the benefit of the feeding in transit arrange 
ment at Leoti. 


Class and Commodity Rates 


No. 24104, Big Sandy Fruit Co. et al. vs. A. & E. et al., and 
Class and 


No, 25711, Same vs. A, C. & Y, et al. By division 5. 
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commodity rates, points in central territory, rates on grain and 
grain products from points in western territory, and rates, pota- 
toes and cabbage, points in Michigan and some points in western 
territory to destinations in Kentucky on the Big Sandy division 
of the Chesapeake & Ohio, unreasonable prior to December 3, 
1931, but not thereafter and not otherwise unlawful. Rates found 
unreasonable to the extent they exceeded the contemporaneously 
applicable rates to Catlettsburg by more than the arbitraries 
prescribed in Wilson & Co. vs. C. & O., 104 I. C. C. 641, except 
jin instances where the arbitraries were lower than those pre- 
scribed in the eastern class rate investigation in appendix I. In 
such instances the Commission found the rates assailed unrea- 
sonable to the extent they exceeded the contemporaneously ap- 
plicable rate to Catlettsburg by more than the arbitraries pre- 
scribed in that appendix. All other rates assailed were found 
not unreasonable or otherwise unlawful. Reparation awarded. 
Class and commodity rates, points in eastern trunk line territory 
to the same destinations, not unreasonable or otherwise unlaw- 
ful. In the title case it was alleged that the carload and less 
than carload rates to Louisa, Paintsville, Thealka, Auxier and 
Pikeville, Ky., on traffic from points in official and western terri- 
tories were unreasonable, unduly prejudicial to complainants and 
unduly preferential of competitors at Williamson, W. Va., and 
in violation of the long and short haul part of section 4. In No. 
25711 it was alleged that the carload rates on various commodi- 
ties from points in central and trunk line territories on potatoes 
and cabbage from points in Michigan, Minnesota, Montana, the 
Dakotas and Wisconsin, and on grain and grain products from 
points in Kansas, Missouri, and Nebraska to Pikeville and Paints- 
ville were unreasonable. The report said that although the 
complainant in No. 25711 assailed the through rates to Louisa, 
Paintsville and Pikeville its attack was centered principally on 
the proportional class rates or arbitraries from Catlettsburg. 


Horses and Mules 


No. 24486, Galesburg Horse and Mule Co., Inc., et al. vs. 
A. C. & Y. et al., and a sub-number, Galesburg Horse and Mule 
Co. and A. B. Kinkner vs. A. T. & S. F. et al. By division 3. 
Rates, horses and mules, Galesburg, IIll., to destinations in cen- 
tral, eastern trunk line and New England territories, unreason- 
able, prior to December 3, 1931, when rates resulting from the 
eastern class rate revision became operative, to the extent that 
they exceeded the contemporaneous Rule 26 rates and after that 
date to the extent they exceeded or might exceed the contem- 
poraneous fourth class rates, minimum 23,000 pounds. Rates 
to Galesburg from points in Iowa and Minnesota, south and east 
of the line of the Great Northern from Minneapolis, through 
Willmar, Minn., to Sioux City, Ia., unreasonable in the past and 
unreasonable in the future until rates are established in con- 
formity with the Commission’s findings in Western Horse and 
Mule Rates, decided since the hearing in this case, to the 
extent they exceeded or might exceed rates based on a scale set 
forth in an appendix, not herein reproduced, minimum 23,000 
pounds. The scale begins with a rate of 26.5 cents for 100 
miles, becomes 35 cents at 205 miles, 41 cents at 300 miles, 47 
cents at 400 miles, 53.5 cents at 500 miles, 58.5 cents at 600 
miles and runs out with a rate of 63.5 at 700 miles. Case 
will be set for hearing on the reparation phase. Order in the 
title case requires rate to be made effective not later than 
February 2. 


Ground Coal 


No. 25822, National Radiator Corporation vs. Pennsylvania 
et al. and two sub-numbers, American Foundry Co. vs. Penn- 
sylvania, and Farrel-Birmingham Co., Inc., vs. Same. By divi- 
sion 2. Rates, ground coal, in bags, carloads, Yukon, Pa., to 
Framingham, Mass., and Dunkirk, N. Y.; from Charleroi, Pa., to 
Indianapolis, Ind.; and from Irwin, Pa., to Derby and Ansonia, 
Conn., unreasonable to the extent they exceeded or might exceed 
70 per cent of the contemporaneous sixth class rates, sixth class 
having been charged on shipments made between October 30, 
1928, and January 4, 1930. The decision was based upon Amer- 
ican Radiator Co. vs. N. Y. C., 159 I. C. C. 139, and other cases 
where sixth class rates were condemned and 70 per cent of sixth 
class on a minimum of 50,000 pounds was prescribed. Repara- 
tion awarded. New rates to be established not later than 
February 1. 


Motors and Drives 


No. 25807, Union Portland Cement Co. vs. D. & R. G. W. 
et al. By division 5. Dismissed. Rate, combination of 91.5 
cents, motors and drives, Concrete, Colo., to Devil’s Slide, Utah, 
not unreasonable. Reparation was sought to a basis of 70 
cents which was the eastbound rate on machinery. The Com- 
mission said that since all machinery of this sort was manu- 
factured in the east there was no reason for an eastbound rate 
and that the class rates generally applied in that direction. It 
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cited Albers Bros. Milling Co. vs. O. S. L., 156 I. C. C. 695, as 
authority for the action in this case. 


Hops 


No. 25796, Red Top Malt Co. vs. B. & O. et al. By division 
4. Dismissed. Rate, hops, carloads, points in Oregon, and 
Yakima, Wash., to Cincinnati, O., not unreasonable. A rate 
of $2.50 a 100 pounds, minimum 15,000 pounds, on shipments 
made between September 20 and November 11, 1930, was alleged 
to be unreasonable to the extent it exceeded $2, minimum 
25,000 pounds. 

Grain and Products 

I. and S. No. 3780, grain and products to C. & O. branch 
lines. By division 2. Proposed increased and reduced rates, 
grain and grain products, points in central territory to branch 
line destinations on the Chesapeake & Ohio in West Virginia 
and Kentucky justified as to reductions and not justified as to 
increases. The rates challenged were proposed as substitutes 
for the joint through class rates prescribed in the eastern class 
rate revision which became effective on the branch lines 
through oversight on the part of respondents. The suspended 
schedules proposed to make the class rates inapplicable to grain 
and grain products and thereby to restore the combination rates 
that were in effect prior to December 3, 1931, when the eastern 
class rates became effective. The Commission said the respond- 
ents attached no importance to the fact that their proposed rates 
exceeded the sixth class rates. It said that it had uniformly 
expressed the view that the classification generally imposed the 
highest rate which a particular commodity should bear under 
normal conditions and that a commodity rate higher than the 
class rate was an abnormal adjustment which required much to 
justify it. The Commission said there was nothing in this record 
which would justify a commodity rate adjustment that gen- 
erally would exceed sixth class. It said that in its opinion, 
therefore, the proposed rates, except where they represented 
reductions, were not warranted. Specifically it found that the 
suspended schedules had not been justified, ordered the can- 
cellation of the schedules and discontinued the proceeding. 


c. |. & L. BONDS 


The Commission, on argument and reconsideration in Fi- 
nance No. 9880, Chicago, Indianapolis & Louisville Railway Co. 
bonds, has affirmed its denial of the carrier’s request for author- 
ity to procure the authentication and delivery of $177,000 of first 
and general mortgage 6 per cent gold bonds, series B, and to 
pledge and replédge them as collateral security for short term 
loans. Among other assertions in the original report was that 
its current liabilities were approximately four times that of its 
current assets. (See Traffic World, April 22, p. 771). 

At the argument the applicant presented figures suggesting 
an adjustment of its capital structure that would show an aspect 
more faborable to it. In this report on argument and recon- 
sideration the Commission said that if the adjustments sug- 
gested were made the ratio of funded debt to capital liabilities 
as found in the original report would be decreased slightly, but 
not materially. 

Dissenting, Commissioner Meyer said that since its organ- 
ization in 1897 the applicant had paid all principal and interest 
obligations as they matured and had paid dividends on its 
preferred and common stock in most of those years. Irrespec- 
tive of the ratio of funded debt to capital liabilities plus surplus, 
as shown in the original report, the long time record made by 
the applicant warranted approval of the application, he said. 
Commissioner Miller joined in that dissent. Chairman Farrell 
did not participate in the disposition of the case and Commis- 
sioner Tate noted a dissent. 


LOANS TO RAILROADS 


Denying approval of a loan of $75,000 from the R. F. C. to 
enable completion of a railroad, the Commission, .by division 4, 
in Finance No. 10050, Ozark & Philpott Valley Railroad Co. 
reconstruction loan, said its action in authorizing the construc- 
tion of a railroad in 1929, by private capital, should not now 
be construed as a reason why it should authorize the expendi- 
ture of government funds for the purpose at a time when the 
promoters were either unwilling or unable to carry out their 
undertaking. Authority to construct the railroad was given on 
September 19, 1929. Time for completing construction has 
been extended from time to time and the limit is now December 
31, 1933. 

The road authorized, if constructed, will be about seven 
miles long, extending from a connection with the Missouri 
Pacific at Ozark, Ark., toward coal lands which the majority 
stockholders of the railroad company control. The road, how- 
ever, will not go to the land, which lies in a county adjoining 
the county in which the road is to be built. It was estimated 
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that the line would cost $133,953 but that estimate has been 
reduced, since the depression, to $116,853. The carrier offered 
$75,000 of its first mortgage 6 per cent bonds. Indorsement of 
the bonds by the Philpott Valley Coal Co. has also been sug- 
gested as additional security. The Commission said that the 
value of that indorsement would be highly speculative and 
dependent upon the ultimate sucess of the future mining opera- 
tions. 

“Our action in granting authority to construct this railroad,” 
said the Commission, “while evidencing our willingness at a time 
of industrial activity to waive doubts inherent in a proposition 
to bring into production additional new coal areas in favor of the 
optimism of those who were at that time willing to back their 
judgment by their capital, should not now be construed as a 
reason why we should authorize the expenditure of government 
funds for the purpose at a time when the promoters are either 
unwilling or unable to carry out their undertaking.” 

The Commission, by division 4, in Finance No. 9892, South- 
ern Pacific Co. reconstruction loan, upon supplemental peti- 
tion of the applicant, has modified its previous report and 
certificate in which, on May 8, it approved a loan of $22,000,000 
to the Southern Pacific by the R. F. C. The money was to be 
used in paying the principal of equipment trust certificates and 
interest on the bonds of the applicant’s owned and affiliated 
companies as they fell due on various dates up to and includ- 
ing January 1, 1934. The report and certificate have been 
modified so as to approve advances from undrawn balances 
in the sums of $2,300,000 on November 1 and $1,070,000 on 
December 1 in lieu of advances approved to be made to the 
applicant prior to November 1. 


N. R. A. LOAN REGULATION 


The Commission, by division 4, under the caption, “in the 
matter of applications by railway companies under the provi- 
sions of section 203 (a), title II, of the national industrial re- 
covery act,’ has prescribed regulations and procedure to govern 
the railroads that may wish to apply for loans under the pro- 
vision of the section which authorizes and empowers the Presi- 
dent to make loans “to aid in the financing of such railroad 
maintenance and equipment as may be approved by the Inter- 
state Commerce Commission as desirable for the improvement 
of transportation facilities.” 

The order says that any railway company seeking a loan 
under that provision shall file an application with the Com- 
mission for approval of the expenditure proposed to be met 
with the proceeds of a loan, describing in detail the nature 
and purpose of the proposed expenditure and stating fully the 
facts upon which the applicant relies as evidence that such 
expenditure is desirable for the improvement of transportation 
facilities. 

The regulations require that the application shall be signed 
by an executive officer having knowledge of the matters set 
forth therein, shall be verified by oath, and give the name, 
title and postoffice address of the officer to whom correspond- 
ence in regard to the application should be addressed. It is 
further provided that the application shall be accompanied by 
a copy of resolutions of stockholders or directors, authorizing 
an executive officer, designated by name and title, to verify 
and file the application. The original and fifteen copies of the 
application are to be filed with the Commission. The procedure 
upon the application, according to the Commission’s regula- 
tions, shall conform generally to that provided by the interstate 
commerce act and the rules of practice for investigations under 
that act. If deemed necessary, the regulations say, the pro- 
cedure may include inspection of the applicant’s property, a 
hearing or hearings for the taking of evidence, brief and argu- 
ment. If not withdrawn or dismissed for cause, the applica- 
tion, says the regulation, will be disposed of by report and 
order, which will be served upon the President and all parties 
of record. 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 10061, authorizing the Middletown 
and Unionville Railroad Company to extend from November 1, 1933, 
to November 1, 1943, the maturity of $200,000 of first-mortgage 
20-year 6 per cent gold bonds and the maturity of $165,500 of 20-year 
adjustment-mortgage 6 per cent income gold bonds; in interest dur- 
ing the extended period to be payable on the first-mortgage bonds 
at the rate of 5 per cent per annum and on the adjustment-mortgage 
bonds at the rate of 4 per cent per annum, conditions prescribed 
(provided, however, and authority to extend said first-mortgage 
bonds is granted upon the express condition, that the $15,000 of 
first-mortgage bonds now in the treasury of said applicant and any 
pont apt nam bonds now outstanding and reacquired by the appli- 
cant, either before or after their extension, shall not be sold, pledged, 
repledged, or otherwise disposed of by the applicant without the 
further authority of this Commission and provided further, that, 
in the legend to be stamped upon each of the said first-mortgage 
bonds and upon each of the said adjustment-mortgage bonds, there 
shall be included a statement to the effect that the obligation con- 
tained therein is subject to Public Resolution No. 10 of the Seventy- 
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third Congress, approved June 5, 1933, relating to obligation pyr. 
porting to be payable in gold, and to the discharge thereof upon 
payment, dollar for dollar, in any coin or currency which at the time 
of payment is legal tender for public and private debts), approved, 

Report and certificate in F. D. No. 10090, permitting the Arizona 
& New Mexico Railway Company to abandon a portion of a branch 
line of railroad in Hidalgo and Grant counties, N. M., and the South. 
ern Pacific Company to abandon operation thereof, approved. 

Report and certificate in F. D. No. 10084, permitting the Texas & 
New Orleans Railroad Company to abandon a branch line of railroag 
in Jefferson and Hardin counties, Texas, approved. 


FINANCE APPLICATIONS 


Finance No. 10199. Baltimore & Ohio Railroad Co. and Cheat 
Haven & Bruceton Railroad Co. ask authority on behalf of the Bal- 
timore & Ohio to abandon operation over that part of the Cheat 
Haven and Bruceton line from Morgan Run Junction, W. Va., to the 
end of the line at Laurel Furnace, W. Va., a distance of about 1.18 
miles, and the Cheat Haven & Bruceton to abandon and remove the 
line. The road was constructed on account of timber operations 
which have ceased. 4 

Finance No. 10200. Norfolk & Western Railway Co. asks authority 
to abandon operation of two branch lines, namely, the Reed Island 
branch connecting with the North Carolina extension near Allisonia, 
Va., and the Speedwell extension which connects with the North 
Carolina extension near Ivanhoe, Va. The Reed Island branch ex. 
tends from Allisonia, to Betty Baker Mines, a distance of 12.24 miles, 
The Speedwell extension extends from Speedwell Junction to Speed- 
well, a distance of about 16.45 miles. The two branch lines were 
built primarily to reach iron ore deposits, none of which is now be- 
ing worked. The applicant says there is no reasonable prospect of 
the ore beds being worked in the future. 

Finance No. 10197, Baltimore & Ohio Railroad Co. asks author. 
ity to acquire by deed, the property, rights and franchises of the 
Coal & Coke Railway Co., the line of which extends from Elkins to 
Charleston, W. Va., 197.27 miles. In February, 1917, applicant ac- 
quired all the outstanding capital stock of the Coal & Coke and since 
that date has acquired and owns all of that carrier’s funded and 
other indebtedness. Operations of the properties of the B. & 0. 
and the C. & C. were merged in the period of federal control and 
since that time applicant has been operating the C. & C. as a part 
of its system. 

Finance No. 10202. New Mexico Midland Railway Co. asks author- 
ity to abandon its line of railroad and operation thereof between San 
Antonio, N. M., and Carthage, N. M., approximately 10 miles. 

Finance No. 8808. Kentucky & Indiana Terminal Railroad Co. 
asks for continuation of Commission’s supplemental order No. 2, 
January 15, 1952, for a period of 18 months to June 30, 1935, in 
which to pledge or repledge $351,000 of first mortgage 4% per cent 
gold _ bonds as collateral security for short term notes. | 

Finance No. 10203. Southern Pacific Co. asks authority to renew 
lease effective January 1, 1934, of properties of the El Paso & South- 
western Railway Co. of Texas and of the El Paso & Northeastern 
Railway Co. Present lease expires December 31, 1933. Applicant con- 
trols both companies through stock ownership. 


COTTON RATE INQUIRY 


The Trafic World Washington Bureau 


The Commission, in No. 26235, cotton from and to points 
in the southwest and Memphis, Tenn., has instituted an in- 
vestigation into the rates, rules, regulations, and practices ap- 
plicable to cotton brought about by the institution of carload 
rates in Southwestern Territory and in Mississippi Valley Ter- 
ritory as far east as Mobile, Ala., in place of the any quantity 
rates, with a view to determining to what extent and in what 
manner, if any, the rates, rules, regulations, and practices may 
be unjust, unreasonable, or otherwise in violation of law, and 
correcting those things needing correction. 

All railroads participating in the transportation of cotton in 
the territory covered by the Commission’s order instituting the 
inquiry have been made respondents in that proceeding. A 
copy of the order has also been served upon southwestern 
states and Tennessee, Mississippi and Alabama. 

Two formal complaints, No. 25800, Houston Cotton Exchange 
and Board of Trade et al. vs. A. & S., and a sub-number, New 
Orleans Joint Traffic Bureau vs. A. & L. M. et al., have been 
joined for hearing with the Commission’s initiated inquiry. The 
proceeding has been assigned for hearing before Examiners Mat- 
tingly and Rice as follows: January 8, Houston, Tex., at the Ben 
Milam Hotel; January 15, New Orleans, La., Hotel St. Charles; 
January 19, Dallas, Tex., Hotel Baker; January 29, Oklahoma 
City, Okla., Hotel Skirvin, and February 2, Memphis, Tenn., 
Hotel Peabody. The scope of the inquiry is shown by the order 
instituting it, as follows: 


All-rail between all points in the southwest (Texas, Arkansas, 
Oklahoma, Kansas, Missouri, Louisiana on and west of the Missis- 
sippi River, and Memphis, Tenn.), including transportation from 
points in the southwest as above defined to Gulf ports, Mobile, Ala., 
and west, for export or coastwise movement beyond such ports; 

All-rail, rail-ocean, and rail-ocean-rail from the southwest as 
above defined to points in trunk-line, New England and southern ter- 
ritories, but not including traffic from points on the Mississippi 
River; in order to determine to what extent and in what manner, if 
any, said rates, rules, regulations, and practices are or may be un- 
just, unreasonable, unjustly discriminatory, unduly preferential, un- 
duly prejudicial, or otherwise in violation of any provision of law: 
determine to what extent and in what manner, if any, said rates, 
rules, regulations, and practices cause or will cause undue or un- 
reasonable advantage, preference or prejudice as between persons or 
localities in intrastate commerce on the one hand, and interstate or 
foreign commerce on the other hand, or any undue, unreasonable or 
unjust discrimination against interstate or foreign commerce; make 
such findings and enter such order or orders as shall be necessary to 
correct such unlawfulness as may be found to exist. 
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Proposed Reports in I. C. C. Cases 





FIBER AND OTHER BOARDS 


XAMINER G. O. Bashman, in No. 20572, Celotex Co. vs. A. C. 

& Y. et al., No. 17544, Celotex Co. vs. Same, and I. & S. No. 
3138, chipboard, fiberboard and pulpboard from gulf ports to east- 
ern points, has recommended that rates on fiberboard, from Mar- 
rero, La., to destinations in trunk line and New England terri- 
tories be found not unduly prejudicial, but unreasonable, to the 
extent that the through class A rates in effect prior to July 30, 
1927, exceeded the combination rates over the routes of move- 
ment. He further recommended that the Commission find that 
the applicable rates would be unreasonable for the future to 
the extent that they might exceed the present ninth class rates 
from and to the same points. He recommended that the carriers 
be authorized to waive outstanding undercharges and that repara- 
tion be awarded. 

The examiner recommended that the proposed cancellation 
of routes in connection with rates on fiberboard, chipboard, 
and pulpboard, from New Orleans, La., and other gulf ports 
through gateways in Virginia, West Virginia, and Maryland, to 
Pittsburgh and Erie, Pa., Buffalo and Rochester, N. Y., and 
points taking the same rates, be found not justified but without 
prejudice to the filing of new schedules in which the carriers 
had lined up the rates not affected for the future by the findings 
proposed herein, with the rates that are recommended in the 
report, 

In the prior report in No. 17544, 136 I. C. C. 4, decided No- 
vember 22, 1927, division 4 found that class A or commodity rates 
charged on fiberboard (celotex), in carloads, from Marrero, La., 
within the switching limits of New Orleans, La., to destinations 
in trunk liné and New England territories, were not unreasonabie 
or unduly prejudicial. The complaint was dismissed. The title 
complaint in this case was filed in January, 1928, containing, 
the examiner said, the same allegations as in No. 17544, but 
raising additional issues under the fourth section. The earlier 
case was reopened for further hearing with No. 20572. I. and S. 
No. 3138, chipboard, fiberboard and pulpboard from gulf ports to 
eastern points, was consolidated with these complaint cases and 
the record in each proceeding was made a part in the other. 


WATER LINE DEPRECIATION 


Adaption to carriers by water of findings applicable to steam 
railroads with respect to depreciation charges has been recom- 
mended by Examiner A. M. Bunten in a report in No. 15780, 
depreciation charges of carriers by water, a proceeding instituted 
by the Commission on its own motion. He recommends that 
depreciation accounting according to the findings proposed by 
him be made effective January 1, 1935. The examiner’s summary, 
in the head notes of his report, follows: 


Proceedings instituted under paragraph (5) of section 20 of the 
interstate commerce act, as amended February 28, 1920, which re- 
quires the Commission as soon as practicable to prescribe, for 
carriers subject to the act, the classes of property for which depre- 
ciation charges may properly be included under operating expenses, 
and the percentages of depreciation which shall be charged with 
respect to each of such classes of property, classifying the carriers 
as it may deem proper for this purpose. 

This case is supplemental to the cases considered in Telephone 
and Railroad Depreciation Charges, 118 I. C. C. 295, and 177 I. C. C. 
351. The same fundamental principles which were decided to be 
controlling in these cases are controlling here. 

Matters peculiar to carriers by water discussed and the classes 
of property found subject to depreciation specified. 

Findings in general are merely adaptations to carriers by water 
of findings applicable to steam railroads. 

Depreciation accounting according to the findings in this re- 
port to become effective January 1, 1935. 


In a notice to all interested parties, attached to the report, 
the Commission, by Secretary McGinty, said: 


This proposed report is submitted to the interested parties as 
a basis for combined supplemental briefs and exceptions, which 
= be filed on or before December 31, 1933, subject to the fol- 
owing: 

In view of the time which has elapsed since the hearing was 
held and the possibility that the interested parties are of the 
opinion that the Commission’s report and order should be based 
upon a record more nearly up to date, petitions for the reopening 
of and further hearing in the case will be given appropriate con- 
sideration, provided they are received by the Commission, in Wash- 
ington, not later than November 30, 1933. Such petitions, if filed, 
should include a statement setting forth specifically and in detail 
the matters in regard to which the petitioners desire to introduce 
evidence at the further hearing. In the event of a further hearing 
in the case the date as of which briefs must be filed will be an- 
nounced later. 





At the close of hearings in this case no requests were made 
for oral argument. For that reason, unless the case is reopened or 
a request for oral argument is received prior to December 31, 1933, 
argument will not be heard. 


PROPOSED REPORTS 


Petroleum Products 

No. 26027, Neely Oil Co. et al. vs. Alton et al. By Exam- 
iner Philip S. Peyser. Dismissal proposed. Rates, petroleum 
products from southwestern origin points to Leon, Ia., and des- 
tinations in Missouri, proposed to be found not unreasonable. 
The examiner said that the testimony presented failed to show 
that the adjustment, assailed as unreasonable and unduly pre- 
judicial, and inapplicable in some instances, which had pre- 
viously been prescribed or approved by the Commission, was 
in any respect unlawful. 


Casinghead Gasoline 

No. 26063, Lone Star Gasoline Co. vs. Alton et al. By 
Fixaminer Carl A. Schlager. Dismissal proposed. Rate, casing- 
head gasoline, Lonar, Okla., to Wood River, Ill., not unreasonable 
or otherwise unlawful. Rate of 32.5 cents charged between Sep- 
tember 18 and October 12, 1931, shipments moving before a rate 
of 30 cents was made effective. Carriers asked permission to 
refund and made no defense against the complaint. The ex- 
aminer said the expectation of complainant eventually to pay a 
rate of 30 cents was not sufficient to warrant an award of repara- 
tion, neither was the fact that there was delay in the publication 
of the rate. The examiner added that the mere statement of 
competition between complainant and dealers at other points 
did not in and of itself constitute undue prejudice. 


Watermelons 


No. 26032, Edgerton & Beers, Inc., vs. A. C. L. et al, By 
Examiner Herbert P. Haley. Rate charged, combination of 68.5 
cents, carload, watermelons, Hilda, S. C., to North Bergen, N. J., 
inapplicable. Applicable rate, 63.5 cents, 35.5 cents of the 
contemporaneous first class rate, not unreasonable. Reparation 
of $12.70 proposed. 


Paper Mill Bed Plates 


No. 25806, Brown Paper Mill Co., Inc., vs. B. & O. et al. By 
Examiner Charles A. Rice. Dismissal proposed. Rate charged, 
cast-iron paper mill bed plates, Wilmington, Del., to West 
Monroe, La., applicable and not shown to have been or to be 


unreasonable, 
Cattle 


No. 25576, Hauser Packing Co. et al. vs. A. T. & S. F. et al. 
By Examiner Paul R. Naefe. Rates, cattle, Alpine, Tex., and 
Clarkdale, Ariz., and on sheep, in double-deck carloads, from 
Winslow, Ariz., to Los Angeles, Calif., unreasonable to the 
extent they exceeded rates made on the scale prescribed in 
Concho Livestock Co. vs. A. T. & S. F., 178 I. C. C. 501. Repara- 
tion proposed. Fat cattle shipments were made between Novem- 
ber 10 and November 22, 1928, and on November 14, 1927. Sheep 
shipments were made between November 7, 1927, and January 
7, 1928. 

Window Glass 

No. 18189, Birmingham Sash & Door Co. et al. vs. A. & V. 
et al. By Examiner C. W. Griffin. Reparation due under find- 
ings in former report, 185 I. C. C. 7 (Southwestern Rates) as 
to rates on window glass from Shreveport, La., to Birmingham, 
Ala., proposed in definite amount. Examiner proposed reparation 
to the complainant of $291.56, with interest, based on a rate of 
62 cents on shipments between September 25, 1924, and Decem- 
ber 27, 1927. 

Feeder Sheep 

No. 25598, Cudahy Farm Operating Co. vs. O. S. L. et al. 
By Examiner Leo J. Flynn. Rate charged, feeder sheep, in 
double-deck cars, Cokeville, Wyo., to Calexico, Calif., unreason- 
able in that it exceeded a rate resulting from the application 
of the scale on feeder sheep in Concho Live Stock Co. vs. 
A. T. & S. F., 178 I. C. C. 501. Shipments were made in October, 
1931. Reparation proposed. 


Sweet Clover Seed 


No. 25737, Courteen Seed Co. vs. C. & N. W. et al. By 
Examiner A. S. Worthington. Dismissal proposed. Rates, sweet 
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that the line would cost $133,953 but that estimate has been 
reduced, since the depression, to $116,853. The carrier offered 
$75,000 of its first mortgage 6 per cent bonds. Indorsement of 
the bonds by the Philpott Valley Coal Co. has also been sug- 
gested as additional security. The Commission said that the 
value of that indorsement would be highly speculative and 
dependent upon the ultimate sucess of the future mining opera- 
tions. 

“Our action in granting authority to construct this railroad,” 
said the Commission, “while evidencing our willingness at a time 
of industrial activity to waive doubts inherent in a proposition 
to bring into production additional new coal areas in favor of the 
optimism of those who were at that time willing to back their 
judgment by their capital, should not now be construed as a 
reason why we should authorize the expenditure of government 
funds for the purpose at a time when the promoters are either 
unwilling or unable to carry out their undertaking.” 

The Commission, by division 4, in Finance No. 9892, South- 
ern Pacific Co. reconstruction loan, upon supplemental peti- 
tion of the applicant, has modified its previous report and 
certificate in which, on May 8, it approved a loan of $22,000,000 
to the Southern Pacific by the R. F. C. The money was to be 
used in paying the principal of equipment trust certificates and 
interest on the bonds of the applicant’s owned and affiliated 
companies as they fell due on various dates up to and includ- 
ing January 1, 1934. The report and certificate have been 
modified so as to approve advances from undrawn balances 
in the sums of $2,300,000 on November 1 and $1,070,000 on 
December 1 in lieu of advances approved to be made to the 
applicant prior to November 1. 


N. R. A. LOAN REGULATION 


The Commission, by division 4, under the caption, “in the 
matter of applications by railway companies under the provi- 
sions of section 203 (a), title II, of the national industrial re- 
covery act,” has prescribed regulations and procedure to govern 
the railroads that may wish to apply for loans under the pro- 
vision of the section which authorizes and empowers the Presi- 
dent to make loans “to aid in the financing of such railroad 
maintenance and equipment as may be approved by the Inter- 
state Commerce Commission as desirable for the improvement 
of transportation facilities.” 

The order says that any railway company seeking a loan 
under that provision shall file an application with the Com- 
mission for approval of the expenditure proposed to be met 
with the proceeds of a loan, describing in detail the nature 
and purpose of the proposed expenditure and stating fully the 
facts upon which the applicant relies as evidence that such 
expenditure is desirable for the improvement of transportation 
facilities. 

The regulations require that the application shall be signed 
by an executive officer having knowledge of the matters set 
forth therein, shall be verified by oath, and give the name, 
title and postoffice address of the officer to whom correspond- 
ence in regard to the application should be addressed. It is 
further provided that the application shall be accompanied by 
a copy of resolutions of stockholders or directors, authorizing 
an executive officer, designated by name and title, to verify 
and file the application. The original and fifteen copies of the 
application are to be filed with the Commission. The procedure 
upon the application, according to the Commission’s regula- 
tions, shall conform generally to that provided by the interstate 
commerce act and the rules of practice for investigations under 
that act. If deemed necessary, the regulations say, the pro- 
cedure may include inspection of the applicant’s property, a 
hearing or hearings for the taking of evidence, brief and argu- 
ment. If not withdrawn or dismissed for cause, the applica- 
tion, says the regulation, will be disposed of by report and 
order, which will be served upon the President and all parties 
of record. 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 10061, authorizing the Middletown 
and Unionville Railroad Company to extend from November 1, 1933, 
to November 1, 1943, the maturity of $200,000 of first-mortgage 
20-year 6 per cent gold bonds and the maturity of $165,500 of 20-year 
adjustment-mortgage 6 per cent income gold bonds; in interest dur- 
ing the extended period to be payable on the first-mortgage bonds 
at the rate of 5 per cent per annum and on the adjustment-mortgage 
bonds at the rate of 4 per cent per annum, conditions prescribed 
(provided, however, and authority to extend said first-mortgage 
bonds is granted upon the express condition, that the $15,000 of 
first-mortgage bonds now in the treasury of said applicant and any 
first-mortgage bonds now outstanding and reacquired by the appli- 
cant, either before or after their extension, shall not be sold, pledged, 
repledged, or otherwise disposed of by the applicant without the 
further authority of this Commission and provided further, that, 
in the legend to be stamped upon each of the said first-mortgage 
bonds and upon each of the said adjustment-mortgage bonds, there 
shall be included a statement to the effect that the obligation con- 
tained therein is subject to Public Resolution No. 10. of the Seventy- 
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third Congress, approved June 5, 1933, relating to obligation py. 
porting to be payable in gold, and to the discharge thereof upg 
payment, dollar for dollar, in any coin or currency which at the tim, 
of payment is legal tender for public and private debts), approved 

Report and certificate in F. D. No. 10090, permitting the Arizon, 
& New Mexico Railway Company to abandon a portion of a branch 
line of railroad in Hidalgo and Grant counties, N. M., and the South. 
ern Pacific Company to abandon operation thereof, approved. 

Report and certificate in F. D. No. 10084, permitting the Texas ¢ 
New Orleans Railroad Company to abandon a branch line of railroaq 
in Jefferson and Hardin counties, Texas, approved. 


FINANCE APPLICATIONS 


Finance No. 10199. Baltimore & Ohio Railroad Co. and Cheat 
Haven & Bruceton Railroad Co. ask authority on behalf of the Bal. 
timore & Ohio to abandon operation over that part of the Cheat 
Haven and Bruceton line from Morgan Run Junction, W. Va., to the 
end of the line at Laurel Furnace, W. Va., a distance of about 1.13 
miles, and the Cheat Haven & Bruceton to abandon and remove the 
line. The road was constructed on account of timber operations 
which have ceased. 

Finance No. 10200. Norfolk & Western Railway Co. asks authority 
to abandon operation of two branch lines, namely, the Reed Island 
branch connecting with the North Carolina extension near Allisonia, 
Va., and the Speedwell extension which connects with the North 
Carolina extension near Ivanhoe, Va. The Reed Island branch ex- 
tends from Allisonia, to Betty Baker Mines, a distance of 12.24 miles, 
The Speedwell extension extends from Speedwell Junction to Speed- 
well, a distance of about 16.45 miles. The two branch lines were 
built primarily to reach iron ore deposits, none of which is now be- 
ing worked. The applicant says there is no reasonable prospect of 
the ore beds being worked in the future. 

Finance No. 10197, Baltimore & Ohio Railroad Co. asks author- 
ity to acquire by deed, the property, rights and franchises of the 
Coal & Coke Railway Co., the line of which extends from Elkins to 
Charleston, W. Va., 197.27 miles. In February, 1917, applicant ac- 
quired all the outstanding capital stock of the Coal & Coke and since 
that date has acquired and owns all of that carrier’s funded and 
other indebtedness. Operations of the properties of the B. & 0. 
and the C. & C. were merged in the period of federal control and 
since that time applicant has been operating the C. & C. as a part 
of its system. 

Finance No. 10202. New Mexico Midland Railway Co. asks author- 
ity to abandon its line of railroad and operation thereof between San 
Antonio, N. M., and Carthage, N. M., approximately 10 miles. 

Finance No. 8808. Kentucky & Indiana Terminal Railroad Co. 
asks for continuation of Commission’s supplemental order No. 2, 
January 15, 1952, for a period of 18 months to June 30, 1935, in 
which to pledge or repledge $351,000 of first mortgage 4% per cent 
gold_bonds as collateral security for short term notes. | 

Finance No. 10203. Southern Pacific Co. asks authority to renew 
lease effective January 1, 1934, of properties of the El Paso & South- 
western Railway Co. of Texas and of the El Paso & Northeastern 
Railway Co. Present lease expires December 31, 1933. Applicant con- 
trols both companies through stock ownership. 


COTTON RATE INQUIRY 


The Traffic World Washington Bureau 


The Commission, in No. 26235, cotton from and to points 
in the southwest and Memphis, Tenn., has instituted an in- 
vestigation into the rates, rules, regulations, and practices ap- 
plicable to cotton brought about by the institution of carload 
rates in Southwestern Territory and in Mississippi Valley Ter- 
ritory as far east as Mobile, Ala., in place of the any quantity 
rates, with a view to determining to what extent and in what 
manner, if any, the rates, rules, regulations, and practices may 
be unjust, unreasonable, or otherwise in violation of law, and 
correcting those things needing correction. 

All railroads participating in the transportation of cotton in 
the territory covered by the Commission’s order instituting the 
inquiry have been made respondents in that proceeding. A 
copy of the order has also been served upon southwestern 
states and Tennessee, Mississippi and Alabama. 

Two formal complaints, No. 25800, Houston Cotton Exchange 
and Board of Trade et al. vs. A. & S., and a sub-number, New 
Orleans Joint Traffic Bureau vs. A. & L. M. et al., have been 
joined for hearing with the Commission’s initiated inquiry. The 
proceeding has been assigned for hearing before Examiners Mat- 
tingly and Rice as follows: January 8, Houston, Tex., at the Ben 
Milam Hotel; January 15, New Orleans, La., Hotel St. Charles; 
January 19, Dallas, Tex., Hotel Baker; January 29, Oklahoma 
City, Okla., Hotel Skirvin, and February 2, Memphis, Tenn., 
Hotel Peabody. The scope of the inquiry is shown by the order 
instituting it, as follows: 


All-rail between all points in the southwest (Texas, Arkansas, 
Oklahoma, Kansas, Missouri, Louisiana on and west of the Missis- 
sippi River, and Memphis, Tenn.), including transportation from 
points in the southwest as above defined to Gulf ports, Mobile, Ala., 
and west, for export or coastwise movement beyond such ports; 

All-rail, rail-ocean, and rail-ocean-rail from the southwest as 
above defined to points in trunk-line, New England and southern ter- 
ritories, but not including traffic from points on the Mississippi 
River; in order to determine to what extent and in what manner, if 
any, said rates, rules, regulations, and practices are or may be un- 
just, unreasonable, unjustly discriminatory, unduly preferential, un- 
duly prejudicial, or otherwise in violation of any provision of law: 
determine to what extent and in what manner, if any, said rates, 
rules, regulations, and practices cause or will cause undue or un- 
reasonable advantage, preference or prejudice as between persons or 
localities in intrastate commerce on the one hand, and interstate or 
foreign commerce on the other hand, or any undue, unreasonable or 
unjust discrimination against interstate or foreign commerce; make 
such findings and enter such order or orders as shall be necessary to 
correct such unlawfulness as may be found to exist. 
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Proposed Reports in I. C. C. Cases 


reece LLL LAL 


FIBER AND OTHER BOARDS 


XAMINER G. O. Bashman, in No. 20572, Celotex Co. vs. A. C. 

& Y. et al., No. 17544, Celotex Co. vs. Same, and I. & S. No. 
3138, chipboard, fiberboard and pulpboard from gulf ports to east- 
ern points, has recommended that rates on fiberboard, from Mar- 
rero, La., to destinations in trunk line and New England terri- 
tories be found not unduly prejudicial, but unreasonable, to the 
extent that the through class A rates in effect prior to July 30, 
1927, exceeded the combination rates over the routes of move- 
ment. He further recommended that the Commission find that 
the applicable rates would be unreasonable for the future to 
the extent that they might exceed the present ninth class rates 
from and to the same points. He recommended that the carriers 
be authorized to waive outstanding undercharges and that repara- 
tion be awarded. 

The examiner recommended that the proposed cancellation 

of routes in connection with rates on fiberboard, chipboard, 
and pulpboard, from New Orleans, La., and other gulf ports 
through gateways in Virginia, West Virginia, and Maryland, to 
Pittsburgh and Erie, Pa., Buffalo and Rochester, N. Y., and 
points taking the same rates, be found not justified but without 
prejudice to the filing of new schedules in which the carriers 
had lined up the rates not affected for the future by the findings 
proposed herein, with the rates that are recommended in the 
report. 
In the prior report in No. 17544, 136 I. C. C. 4, decided No- 
vember 22, 1927, division 4 found that class A or commodity rates 
charged on fiberboard (celotex), in carloads, from Marrero, La., 
within the switching limits of New Orleans, La., to destinations 
in trunk line and New England territories, were not unreasonabie 
or unduly prejudicial. The complaint was dismissed. ‘The title 
complaint in this case was filed in January, 1928, containing, 
the examiner said, the same allegations as in No. 17544, but 
raising additional issues under the fourth section. The earlier 
case was reopened for further hearing with No. 20572. I. and S. 
No. 3138, chipboard, fiberboard and pulpboard from gulf ports to 
eastern points, was consolidated with these complaint cases and 
the record in each proceeding was made a part in the other. 


WATER LINE DEPRECIATION 


Adaption to carriers by water of findings applicable to steam 
railroads with respect to depreciation charges has been recom- 
mended by Examiner A. M. Bunten in a report in No. 15780, 
depreciation charges of carriers by water, a proceeding instituted 
by the Commission on its own motion. He recommends that 
depreciation accounting according to the findings proposed by 
him be made effective January 1, 1935. The examiner’s summary, 
in the head notes of his report, follows: 





Proceedings instituted under paragraph (5) of section 20 of the 
interstate commerce act, as amended February 28, 1920, which re- 
i i as soon as practicable to prescribe, for 
vg > for which depre- 
ciation charges may properly be included under operating expenses, 
and the percentages of depreciation which shall be charged with 
respect to each of such classes of property, classifying the carriers 
as it may deem proper for this purpose. 

This case is supplemental to the cases considered in Telephone 
and Railroad Depreciation Charges, 118 I. C. C. 295, and 177 I. C. C. 
251. The same fundamental principles which were decided to be 
controlling in these cases are controlling here. 

Matters peculiar to earriers by water discussed and the classes 
of property found subject to depreciation specified. 

Findings in general are merely adaptations to earriers by water 
of findings applicable to steam railroads. 

Depreciation accounting according to the findings in this re- 


port to become effective January 1, 1935. 


In a notice to all interested parties, attached to the report, 
the Commission, by Secretary McGinty, said: 


This proposed report is submitted to the interested parties as 
a basis for combined supplemental briefs and exceptions, which 
may be filed on or before December 31, 1933, subject to the fol- 
owing: 

In view of the time which has elapsed since the hearing was 
held and_ the possibility that the interested parties are of the 
opinion that the Commission’s report and order should be based 
upon a record more nearly up to date, petitions for the reopening 
of and further hearing in the case will be given appropriate con- 
sideration, provided they are received by the Commission, in Wash- 
ington, not later than November 30, 1938. Such petitions, if filed, 
should include a statement setting forth specifically and in detail 
the matters in regard to which the petitioners desire to introduce 
evidence at the further hearing. In the event of a further hearing 
in the case the date as of which briefs must be filed will be an- 
nounced later. 





At the close of hearings in this case no requests were made 
for oral argument. For that reason, unless the case is reopened or 
a request for oral argument is received prior to December 31, 1933, 
argument will not be heard. 


PROPOSED REPORTS 


Petroleum Products 


No. 26027, Neely Oil Co. et al. vs. Alton et al. By Exam- 
iner Philip S. Peyser. Dismissal proposed. Rates, petroleum 
products from southwestern origin points to Leon, Ia., and des- 
tinations in Missouri, proposed to be found not unreasonable. 
The examiner said that the testimony presented failed to show 
that the adjustment, assailed as unreasonable and unduly pre- 
judicial, and inapplicable in some instances, which had pre- 
viously been prescribed or approved by the Commission, was 
in any respect unlawful. 


Casinghead Gasoline 


No. 26063, Lone Star Gasoline Co. vs. Alton et al. By 
Examiner Carl A. Schlager. Dismissal proposed. Rate, casing- 
head gasoline, Lonar, Okla., to Wood River, Ill., not unreasonable 
or otherwise unlawful. Rate of 32.5 cents charged between Sep- 
tember 18 and October 12, 1931, shipments moving before a rate 
of 30 cents was made effective. Carriers asked permission to 
refund and made no defense against the complaint. The ex- 
aminer said the expectation of complainant eventually to pay a 
rate of 30 cents was not sufficient to warrant an award of repara- 
tion, neither was the fact that there was delay in the publication 
of the rate. The examiner added that the mere statement of 
competition between complainant and dealers at other points 
did not in and of itself constitute undue prejudice. 


Watermelons 


No. 26032, Edgerton & Beers, Inc., vs. A. Cc. L. et al. By 
Examiner Herbert P. Haley. Rate charged, combination of 68.5 
cents, carload, watermelons, Hilda, S. C., to North Bergen, N. J., 
inapplicable. Applicable rate, 63.5 cents, 35.5 cents of the 
contemporaneous first class rate, not unreasonable. Reparation 
of $12.70 proposed. 





Paper Mill Bed Plates 


No. 25806, Brown Paper Mill Co., Inc., vs. B. & O. et al. By 
Examiner Charles A. Rice. Dismissal proposed. Rate charged, 
cast-iron paper mill bed plates, Wilmington, Del., to West 
Monroe, La., applicable and not shown to have been or to be 
unreasonable. 


Cattle 


No. 25576, Hauser Packing Co. et al. vs. A. T. & S. F. et al. 
By Examiner Paul R. Naefe. Rates, cattle, Alpine, Tex., and 
Clarkdale, Ariz., and on sheep, in double-deck carloads, from 
Winslow, Ariz., to Los Angeles, Calif., unreasonable to the 
extent they exceeded rates made on the scale prescribed in 
Concho Livestock Co. vs. A. T. & S. F, 178 1. C. C. 501. Repara- 
tion proposed. Fat cattle shipments were made between Novem- 
ber 10 and November 22, 1928, and on November 14, 1927. Sheep 
shipments were made between November 7, 1927, and January 


7, 1928. 
Window Glass 


No. 18189, Birmingham Sash & Door Co. et al. vs. A. & V. 
et al. By Examiner C. W. Griffin. Reparation due under find- 
ings in former report, 185 I. C. C. 7 (Southwestern Rates) as 
to rates on window glass from Shreveport, La., to Birmingham, 
Ala., proposed in definite amount. Examiner proposed reparation 
to the complainant of $291.56, with interest, based on a rate of 
62 cents on shipments between September 25, 1924, and Decem- 
ber 27, 1927. 

Feeder Sheep 


No. 25598, Cudahy Farm Operating Co. vs. O. S. L. et al. 
By Examiner Leo J. Flynn. Rate charged, feeder sheep, in 
double-deck cars, Cokeville, Wyo., to Calexico, Calif., unreason- 
able in that it exceeded a rate resulting from the application 
of the scale on feeder sheep in Concho Live Stock Co. Vs. 
A.T. & 8. F., 1781. C. C. 501. Shipments were made in October, 


1931. Reparation proposed. 
Sweet Clover Seed 


No. 25737, Courteen Seed Co. Vs. Cc. & N. W. et al. By 
Examiner A. S. Worthington. Dismissal proposed. Rates, sweet 
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clover seed in carloads, points in South Dakota to Milwaukee, 
Wis., unduly prejudicial to the extent they exceeded the con- 


temporaneous class D rates. Proposed to be found that the 
complainant had not shown that it was damaged by the undue 
prejudice. 

Paper Boxes 


No. 25645, Skinner Manufacturing Co. et al. vs. C. C. C. & 
St. L. et al. By Examiner Leslie H. McDaniel. Dismissal pro- 
posed. Rates, paper boxes, not corrugated, knocked down flat, 
Middletown, O., to Omaha, Neb., not unreasonable, the dismissal 
being recommended on reasoning in Consolidated Paper Co. vs. 
A. T. & S. F., 172 I. C. C. 647, and on Loose-Wiles Biscuit 
Co. vs. B. & O., 181 I. C. C. 445. 


Calves 


No. 25609, Bloom Land and Cattle Co. et al. vs. A. T. & 
Ss. F. et al. By Examiner E. A. Burslem. Charges on calves 
from Roswell and Avalon, N. M., to Mossman, S. D, and from 
Roswell and Avalon to Hoehnes, Barela, Pueblo and Fountain, 
Colo., and from Hoehnes to Lake Arthur, N. M., not unreason- 
able. Charges, calves, from Barela to Lake Arthur unreasonable 
to the extent they exceeded the charges based on a rate of 
61 cents, minimum 17,600 pounds. Further recommended that 
the charges collected, calves, from Roswell to Barela, and 
from Avalon to Pueblo, loaded in 40-foot cars, were inapplicable 
and that the applicable charges were those which would have 
applied on a 36-foot 7-inch car. Reparation proposed. 


Cocoa Beans 


No. 25990, Bachman Chocolate Manufacturing Co. vs. Penn- 
sylvania. By Examiner T. Naftalin. Dismissal proposed. Rate, 
cocoa beans, carloads, New York, N. Y., to Florin, Pa., not shown 
to be unreasonable or otherwise unlawful. Rate assailed, 28.5 
cents, on shipments between March 10 and June 24, 1930, alleged 
to be unreasonable and unduly prejudicial to the extent it 
exceeded a rate of 22.5 cents contemporaneously applied to 
Hershey, Pa. 


Oil Well Supplies 
No. 16723, United Iron Works, Inc., vs. A. T. & S. F. et al. 
By Examiner Alfred G. Hagerty. Prior report in Sinclair Crude 
Oil Co. vs. A. T. & S. F., 168 I. C. C. 449. Upon further hearing 
reparation amounting to $3,827.88 recommended on shipments of 
oil well supplies, such as pipe and tank materials, moving within 
the statutory periods commencing February 2, 1923. 


Tank Material, Etc. 


No. 17594, United Iron Works, Inc., vs. A. G. S. et al. By 
Examiner Alfred G. Hagerty. Prior report in Sinclair Crude 
Oil Co. vs. A. T. & S. F., 168 I. C. C. 449. Recommended that 
reparation be awarded to the complainant as follows: From the 
A. T. & S. F.,, $3,040.42; from the M.-K.-T., $2,208.85; from the 
Oklahoma City-Ada-Atoka Railway Co., $90.23; and from the 
Missouri Pacific, $519.59, on shipments of iron and steel tanks 
fabricated in transit at Iola, Kan., from materials obtained in 
St. Louis and eastern steel making points, moving in the statu- 
tory period beginning October 9, 1923. 


RAQUETTE LAKE ABANDONMENT 


Examiner J. S. Prichard, in Finance No. 9403, Raquette Lake 
Railway Co. et al. abandonment, has recommended that division 
4 find that the present and future public convenience and neces- 
sity had not been shown to permit the Raquette company to 
abandon its line in Herkimer and Hamilton counties, N. Y., and 
the New York Central to abandon operation of that line which 
extends from Carter to Raquette Lake, N. Y., a distance of a 
little more than eighteen miles. The line was built in 1900 to 
serve summer tourist travel to Raquette Lake and other summer 
resorts. The line has been operated by the New York Central 
since 1901. At present the New York Central owns all the 
stock and bonds of the Raquette Lake. The examiner suggested 
that if the operation of the line were confined to the summer 
season from June 15 to September 30, the operating deficit, if 
any, was likely to be small in comparison with deficits of other 
years. Protestants expressed the belief that arrangements could 
be made greatly to reduce the taxes of the Raquette Lake. 


PETITIONS FOR REHEARING, ETC. 


No. 21323, Dann Gerow Co., Inc., et al. vs. A. C. L. et al. De- 
fendants have filed a third petition for reopening, and for recon- 
sideration with respect to continuance provision of the order in this 
case, in so far as it applies to rates from Genoa, Woodville and Gib- 
sonburg, O., to St. Petersburg and Clearwater, Fla. 

No. 25306, Crown Rock Co. vs. B. & O. et al. Complainant has 
filed a second petition for reopening, oral rehearing and reconsidera- 
tion, or in the alternative reopening and reconsideration by the full 
Commission on the record as made. 

1. & S. 3876, Combination rule on cement. Medusa Portland Ce- 
ment Co. and Universal Atlas Cement Co., protestants, ask re- 


opening, reargument and reconsideration by entire Commission. 
No, 20912, Sub. 1, Chamber of Commerce of Fargo, N. D., vs. A. 
& E. et al. Defendant, Great Northern, asks reopening, and recon- 
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sideration on record as made and for modification of the report and 
order entered herein. 

No. 23922, and Sub. 1, Seimer Milling Co. vs. Pennsylvania et a) 
and No. 24346, Decatur Malleable Iron Co., Inc., vs. C. M. St. P. & Pp 
et al. Complainants, in a supplemental petition, based on new grounds 
ask reopening and rehearing or reargument or reconsideration on th. 
right of complainants to a finding of unreasonableness during the pag; 
on shipments of bituminous coal originating in the Brazil-Clinton anj 
Linton-Sullivan groups only, and an award of reparation. 

No. 24253, Sub. 1, Swift & Co. vs. A. T. & S. F. et al. Carriers 
defendants herein, serving Clay Center, Kan., ask reopening and re. 
consideration. 

No. 13535, Corporation Commission of Oklahoma vs. A. & R. et aj, 
and cases grouped therewith. Southwestern lines, defendants herein, 
ask modification of findings and orders herein, by eliminating there. 
from the following commodity description in so far as said findings 
and orders require revision in rates thereon: ‘‘Agricultural imple. 
ment, sleigh and vehicle material, wooden, when sawed, turned, bent, 
mitered, mortised, tenoned, bored and primed or dipped in paint, with 
or without metal attachments, the weight of the attachments not to 
exceed two per cent of he entire weight of the shipmens, carload, 
minimum weight 34,060 pounds.” 

1. & S. 3659, Potato rates in W. T. L. territory. and No. 24733, 
Board of Railroad Commissioners of State of South Dakota vs. A. T, 
& S. F. et al. Respondents ask modification and amendment of report 
and order in one respect. 

I. & S. 3875, Combination rule on horses and mules. Respondent 
carriers in official and southern territories ask for reconsideration and 
postponement of effective date of order. 

Finance No. 7928, In the matter of certificate of public convenience 
and necessity issued under date of January 5, 1930, authorizing the 
New York Central to abandon certain portions of its lines of railroad 
and to construct and operate other lines in new locations in the city 
of Syracuse and village of East Syracuse, N. Y. Applicant asks that 
time for the completion of the construction of the work referred to 
the certificate be extended for a further period of three years from 
April 30, 1933. 

1. & S. 3511, Coke between points in Central and Illinois terri- 
tories, and allied cases. Complainants in No. 22052, Alabama-By- 
Products Corporation vs. L. & N. et al. asks reconsideration and 
modification by entire Commission. 

No. 19610, Switching rates in the Chicago Switching District. 
Chicago, West Pullman & Southern, Illinois Northern, and _ Illinois 
Central ask for modification of Commission’s 13th section order of 
July 3, 1933, herein to exempt therefrom the intrastate carload switch- 
ing rates on plant refuse of no commercial value, shipped from points 
on the C. W. P. & S. R. R. and on the I. N. to Markham Yards, all 
within the Chicago switching district. 

No. 21424 and subs. 1 and 2, Shafton Co. et al. vs. F. E. C. et al. 
and No. 22228, Frank Biggio & Son vs. F. E. C. et al. Complainants 
ask rehearing, for the sole purpose of determining amount of repara- 
as due an under the findings of the Commission (179 I. 

~. € S51). 

No. 24320, Baltimore Coal Exchange et al. vs. B. & O. et al. 
Complantants ask reargument and reconsideration upon record herein, 
or, in the alternative, for further hearing. 

No. 24957 and sub. 1, Christian Feigenspan vs. D. & H. et al. 
Complainants ask reargument and reconsideration by full Commission. 


No. 25063, Minnesota Valley Canners’ Co. vs. Alton et al. Com- 
plainant has filed a second petition for reconsideration. 
COMMISSION ORDERS 
No. 26148, Red Star Milling Co. vs. A. T. & S. F. et al. South- 


western Millers’ League permitted to intervene. 

No, 26140, Red Star Milling Co. vs. A. & R. et al. 
ber of Commerce permitted to intervene. 

No. 13535 et al. Consolidated Southwestern Cases. The nine- 
teenth supplemental report of the Commission, on further hearing, 
made and filed in said proceedings on October 4, 1933, and the order 
entered on said date in connection therewith, are amended by sub- 
stituting, as embracing points of origin, ‘‘Kansas’’ for ‘‘Arkansas’”’ in 
those portions of said report and order which permit publication 
of reduced carload rates on condensed and evaporated milk to 
points in Texas, without publication of corresponding reductions 
elsewhere. 

1. & S. 3867, Absorption of switching charges at Mobile, Ala. Ef- 
fective date of order entered herein on September 26, is postponed 60 
days beyond November 3. 

No. 26143, Nicholson Universal Steamship Co. et al. vs. Pennsyl- 
— et al. Milwaukee Association of Commerce permitted to in- 
ervene, 

1. & S. No. 11, The Tap Line Case and Ex Parte 103, Fifteen per 
cent case, 1931. Petition for rehearing and for modification of orders 
herein to extent necessary to permit retention of additional revenues 
resulting from emergncy charges on forest products, filed by the De- 
Queen & Eastern, Texas, Oklahoma & Eastern and Oklahoma & Rich 
Mountain denied. 

No. 23424, E. H. Milton & Sons et al vs. A. & S. et al., and cases 
grouped therewith, Request made by defendants for privileges of 
arguing orally their exceptions to the proposed report of the exami- 
ner denied. 

No. 26159, Bakelite Corporation vs. A. T. & S. F. et al. D. & H. 
Railroad Corporation dismissed as a party defendant hereto. 

No. 25750, D. L. & W. Coal Co. vs. C. of N. J. et al. Central 
Pennsylvania Coal Producers’ Association permitted to intervene. 

No. 25742, Sub. 1, Alexander H. Grossman et al. vs. Erie. Com- 
plaint dismissed upon complainants’ request. 

Upon complainants’ request, the Commission has dismissed No 
23757, Board of Railroad Commissioners of State of South Dakota vs. 
A. T. & S. F. et al., No. 23884, Board of Railroad Commissioners of 
State of South Dakota vs. A. T. & S. F. et al., No. 24714, Allied Oil 
Co., Inc. vs. A. C. & Y. et al., No. 25731, Suffern Commuters’ Organ- 
ization vs. Erie, No. 25824, California Fruit Growers’ Exchange vs. 
A. T. & S. F. et al., No. 25875, Arizona Corporation Commission vs. 
Apache (Arthur J. McQuarters, Receiver) et al., No. 25967, Rensselaer 
Valve Co. vs. D. & H. Railroad Corporation et al., No. 26064, Greer 
Steel Co. vs. B. & O. et al. and No. 26183, Hewitt Soap Co, Inc., vs. 
A. B. & C. et al. 


Topeka Cham- 





The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their traffic files are up-to-date. 
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Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and pom of National Reporter System, 


published by West Publishing Co., Paul, Minn. Copyright, 
1933, by West Publishing Co.) 





CARRIAGE OF LIVE STOCK 


(Supreme Court of Florida, Division A.) Railroad, where 
some of cattle transported were dead when reaching destination, 
had burden of showing loss did not result from its negligence, 
or that cause of injury was within one of excusatory excep- 
tions recognized by law or provided by contract. (Atlantic 
Coast Line R. Co. vs. Farris & Co., 149 So. Rep. 561.) 

Supreme Court cannot say on certiorari proceeding, after 
verdict has been approved by trial judge and affirmed by circuit 
court, that circuit court affirming judgment did not proceed 
in accordance with law.—Ibid. 


TELEGRAPHS AND TELEPHONES 


(Court of Appeals of Georgia, Division No. 1.) Where agent 
of telegraph company was party to fraudulent scheme, whereby 
telegraphic cotton buying and selling orders in fictitious names 
and telegrams from fictitious bank remitting credit were sent 
brokers, which were intended to deceive, and deceived, brokers 
to their damage, telegraph company was liable (Civ. Code 1910, 
Secs. 4410, 4625). (Jenkins et al. vs. Cobb et al., 170 S. E. 
Rep. 698.) 

In brokers’ suit for damages incurred when brokers exe- 
cuted orders from fictitious persons telegraphed them by agent 
of telegraph company, who was party to fraudulent scheme, on 
strength of telegrams from fictitious bank remitting credit, 
damages resulting held not too remote and speculative to be 
recoverable, notwithstanding brokers bought from or sold to 
senders of telegrams on receiving orders (Civ. Code 1910, Secs. 
4131, 4394, 4511).—Ibid. 





Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National ye Ay System, 


published by ~~ ley = Co., St. Paul, Minn. Cop: 
. by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Supreme Court of Georgia.) Allegation that Public Service 
Commission decided to cancel petitioner’s certificate of con- 
venience, and that commission “will do so immediately” unless 
restrained, held not to authorize injunction, since showing that 
commission had not rendered final judgment. (Georgia Public 
Service Commission et al. vs. Camel Line, Inc., 170 S. E, Rep. 
673.) 


Courts cannot control Public Service Commission in con- 


sideration of matters properly within its jurisdiction, nor enjoin 
it from rendering judgment, on theory that unless enjoined 
erroneous judgment will be rendered.—Ibid. 





(Supreme Court of Florida.) Where railroad commission 
denied bus company’s application because not exclusively in- 
terstate application, subsequent exclusively interstate applica- 
tion held not within statute requiring lapse of six months be- 
tween applications (Acts 1931, c. 14764, Sec. 3). 

Acts 1931, c. 14764, Sec. 3, provides that railroad commis- 
sion, having heard and denied application for certificate of 
public convenience and necessity, shall not entertain any fur- 
ther application covering identical or similar routes, schedules, 
or service until expiration of six months. (Matthews et al. vs. 
State, 149 So. Rep. 648.) 

Railroad commission’s order under statute governing appli- 
cation for certificate of public convenience, although quasi 
judicial, is not res judicata of subsequent application of same 
nature (Acts 1931, c. 14764, Sec. 3).—Ibid. 

Railroad commission must modify previous orders when 
hew evidence warrants (Acts 1931, c. 14764, Sec. 3).—Ibid. 

Railroad commission administering statute regulating cer- 
tificates of public convenience has inherent power to grant 
rehearing of its decisions (Acts 1931, c. 14764, Sec. 3).—Ibid. 
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Compliance with statute requiring lapse of six months be- 
tween similar applications by same applicant for certificate of 
public convenience may be enforced by circuit court through 
appropriate processes to railroad commission (Acts 1931, c. 
14764, Sec. 3).—Ibid. 





(Supreme Court of Floirda, Division A.) Railroad was not 
liable for penalty of 50 per cent interest per annum on amount 
of claim, in absence of claim or showing of lack of good faith 
in declining to pay without adjudication of liability (Comp. Gen. 
Laws 1927, Secs. 6646-6648). (Atlantic Coast Line R. Co. vs. 
Farris & Co., 149 So. Rep. 561.) 





(Supreme Court of Florida, Division A.) Railroad was not 
liable for statutory 50 per cent interest penalty on account of 
overcharge for freight made in good faith under impression that 
station had been regularly established (Comp. Gen. Laws 1927, 
Sec. 6647). (Atlantic Coast Line R. R. vs. Connell et al., 149 
So. Rep. 596). 


YARDAGE CHARGES MANDAMUS 


In United States ex rel. Kroger Grocery & Baking Co. vs. 
Interstate Commerce Commission, the Supreme Court of the 
District of Columbia has been asked by the Kroger company 
to issue a writ of mandamus directing the Commission to take 
jurisdiction in No. 24091, E. Kahn’s Sons Co. et al. vs. Balti- 
more & Ohio et al., 192 I. C. C. 705, and afford affirmative relief 
to it in the matter of so-called yardage charges on originary 
livestock at the public stock yard in Cincinnati, O., operated by 
the Union Stock Yard Co. The Kroger company is one of the 
complainants in that case. 


The Commission dismissed the complaint on the ground 
that it had no jurisdiction. In a special concurrence to the 
majority report in that case Commissioner Lee said that when 
the stock was unloaded into suitable pens, the Commission’s 
jurisdiction ceased and that of the Secretary of Agriculture 
attached. In an earlier case, Southwestern Horse & Mule Asso- 
ciation vs. A. T. & S. F., 129 I. C. C. 370, the Commission ex- 
pressed the view that transportation ended when the animals 
were unloaded into suitable pens and that that marked the 
limit of its jurisdiction over such shipments. 

This application for a writ of mandamus challenges the 
Commission’s denial of jurisdiction and asks the court to direct 
the Commission to afford affirmative relief. In the complaint 
before the Commission the grocery company and others alleged 
violation of section 6. In a complaint joined with the title com- 
plaint, violation of section 15 (5) of the interstate commerce 


act was also alleged. 


COMMODITIES CLAUSE ACTION 


Attorney General Cummings, at the request of the Commis- 
sion, in equity No. 2854, United States of America vs. Montour 
Railroad Co. and Pittsburgh Coal Co., has asked the federal 
court for the western district of Pennsylvania, at Pititsburgh, 
to issue an injunction forbidding the railroad company to violate 
the commodities clause of the interstate commerce act by trans- 
porting the coal produced by the coal company also named 
as a defendant, although the commodities clause speaks only to 
common carrier railroads. It forbids them to transport any 
article or commodity, manufactured, mined or produced by them 
or in which they have any interest, direct or indirect, except 
such articles or commodities necessary and intended for use 
in common Carrier business. 


The railroad company, according to the petition, signed in 
such a way as to indicate it was written by Elmer B. Collins, 
special assistant to the Attorney-General, is a subsidiary of the 
coal company. For the purpose of this action the railroad and 
the coal company are treated as being the same thing. In the 
petition it is pointed out that six of the eight persons composing 
the board of directors of the railroad company are also officers 
or directors of the coal company and that of the 102,000 shares 
of the railroad company, all but 33 shares are owned by the 
coal company. That company is also alleged to be the equitable 
owner of the 33 excepted shares. 

Further to show the identity of interest between the de- 
fendants, it is asserted that many of the officers and employes 
of the railroad company are also officers and employes of the 
coal company and simultaneously serve and are paid salaries 
by both of the companies. In addition it is asserted that persons 
who are joint officers and employes transact from day to day 
the business of both companies at and from the same desks in 
the same offices; that the offices of the two companies occupy 
adjoining suites in the Henry W. Oliver building in Pittsburgh, 
owned by the coal company; and that the relations are so close 
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that there are only oral agreements and no leases for the offices 
so occupied. 

A further allegation is that the coal company files, and for 
several years has filed, under the internal revenue laws, consol- 
idated income tax returns for and on behalf of itself, and sub- 
sidiaries, including the railroad company. It is also alleged that 
by reason of its ownership of the railroad company’s stock, the 
coal company, in 1927, did cause the railroad company to under- 
take to purchase all the stock of the Pittsburgh, Lisbon & West- 
ern Railroad Co. but that the Interstate Commerce Commission 
did not approve the purchase although the railroad company 
asked for approval. It is further alleged that for many years 
the railroad company has bought coal from the coal company 
at prices higher than those for which coal of similar quality 
could have been obtained from other and competing coal com- 
panies located on or conveniently near the railroad company’s 
line. It is also charged that the railroad company furnishes the 
coal company daily reports of its car supply and of its loaded 
interchange report. The latter, it is asserted, discloses to the 
coal company the names of customers of each coal producer 
located on the rails of the Montour and the number of carloads 
of coal shipped by each of the other producers in violation of 
section 15 (11) of the interstate commerce act forbidding a rail- 
road company to disclose such private trade information. 

The suit is of the character of litigation begun at the insti- 
gation of the Commission against the Elgin, Joliet & Eastern 
and its proprietary interest, the United States Steel Corporation, 
in Chicago a number of years ago and which is still pending. 


PACKING HOUSE RATES 


Virtually the entire westbound transcontinental adjustment 
on fresh meats and packing house products, covering shipments 
originating in the territory Chicago west to the Pacific coast, is 
involved in some eighteen complaint cases, hearing in which was 
begun on a joint record in Chicago, before Examiners Stiles and 
Parker, October 30. In the main, the issue is as to the reason- 
ableness of the rates, though the testimony indicated that the 
relationship between charges applied to the slaughtered product, 
as against those applicable to live animals under the Commis- 
sion’s decision in docket 17,000, part 9, the general western live 
stock investigation, is of primary concern to the complainants. 
According to carrier representatives, between ten and twenty 
million dollars in reparation is at stake, in addition to rates for 
the future. Many of the complaints have been pending since 
1930, but have been held on the suspense docket awaiting dis- 
position of the live stock case. 

The Chicago hearing was assigned for the purpose of receiv- 
ing testimony from the complainants, and two weeks was set 
aside for that purpose, but toward the close of this week it was 
thought that that part of the testimony would be completed by 
Wednesday or Thursday of next week. Hearings have been set 
for the receipt of testimony by intervening shippers opposing 
the petitions of the complainants, following which the carrier 
testimony will be presented. Those hearings are set for Seattle, 
November 15; San Francisco, November 21; Los Angeles, No- 
vember 27. 

The cases are as follows: No. 23604, St. Louis Independent 
Packing Company against the Santa Fe and others; No. 23735 
(and sub No. 1), T. M. Sinclair and Company, Ltd., and others 
against the Santa Fe and others; No. 23868 (and sub Nos. 1 to 8), 
Swift and Company and others against the Santa Re and others; 
No. 25443 (and sub No. 1), Armour and Company and others 
against the Santa Fe and others; No. 25957, Union Stock Yards 
Company of Omaha, Ltd., and others against the Santa Fe and 
others; No. 26082, Hansen Packing Company against the O. S. L. 
and others; No. 26083, Hansen Packing Company against the 
Milwaukee and others; No. 26158, Nuchols Packing Company 
against the Santa Fe and others; No. 26221, American Packing 
= Provision Company and others against the Santa Fe and 
others, 

In addition to unreasonableness of the rates there are cer- 
tain other allegations in the five last named cases. That of 
the Union Stock Yards Company charges that the existing rates 
are unduly prejudicial, and that competitors of the complainant 
at Ogden and Salt Lake City, Utah, Denver and Pueblo, Colo., 
are unduly preferred. Similar allegations are contained in the 
two cases filed by the Hansen Packing Company, and in No. 
26083 it charges that the carload rates on fresh meats and pack- 
ing house products from Butte, Mont., to Seattle, Wash., and 
Portland, Ore., are in violation of the long-and-short-haul clause 
of section four of the act. In No. 26221, the American Packing 
and Provision Company, Ogden, Utah, also alleges that competi- 
tors in Pacific coast states are unduly preferred by the existing 
rates on fresh meats and packing house products, and that the 
carload rates on lard, in tank cars, from Ogden to California 
are unreasonable. 

In general, the witnesses heard this week asked that the 
rates on fresh meats and packing house products be made with 
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relation to those applicable on the live animals, and that the 
spread be greatly lessened between the two. The rates are at 
present on a commodity basis, but follow no scale or other uni. 
form adjustment so far as the whole territory is concerned. In 
the Hoch-Smith live stock case a scale was prescribed setting 
out mileage rates on the transcontinental movement from the 
entire origin territory, resulting in reductions ranging from 
about ninety-five to one hundred and sixty dollars a car. 

The basis most prominently advocated by the complaining 
witnesses was that packing house products, in carloads, take 
the same rates as applied to live stock, and hogs in double deck 
cars, and that the fresh meat rates be made 120 per cent of that. 
That basis, or rates no higher, was promulgated by M. M. Man. 
ker, assistant traffic manager, Armour and Company, and suc. 
ceeding witnesses generally subscribed to it. Mr. Manker ex. 
plained that, under the existing adjustment, his company was 
unable to do any appreciable amount of business on the west 
coast in competition with slaughterers located there, and illus- 
trated the extent of the reductions sought by pointing out that 
the existing live stock rate from Omaha to San Francisco was 
$1.02 a hundred pounds, while that on packing house products 
was $2.09, and that on fresh meats, $2.48. 

Testimony in support of a reduction in the rates was given 
by: G. E. Saddy, traffic manager, Oscar Mayer and Company; 
H. W. Davis, representing packers at Ottumwa, Mason City, and 
Waterloo, Ia.; J. H. Tedrow, on behalf of the Kansas City Live 
Stock Exchange and Kansas City Chamber of Commerce; D. L, 
Kelley, rate expert, South Dakota commission, and A. M. Corp, 
representing Wichita interests, including the Wichita Live Stock 
Exchange and Chamber of Commerce. 

George F, Talley, of Swift and Company, appeared for the 
purpose of testifying as to payment and bearing of the trans- 
portation charges, but said he did not wish to make any allega- 
tions with respect to the unreasonableness of the rates. Swift 
and Company has a number of slaughtering plants on the Pacific 
coast. He was appearing to protect the interests of his com- 
pany in the event the rates were found unreasonable and 
reparation was awarded, he said. 


SUSPENDED TARIFFS 


In I. and S. No. 3920, the Commission has suspended from 
October 28 until May 28 schedules in Central Railroad Com- 
pany of New Jersey Tariff, I. C. C. G. No. 4470. The suspended 
schedules propose to cancel the absorption, by the Central Rail- 
road Company of New Jersey, of $1 a ton switching charges on 
traffic switched by the Hoboken Manufacturers Railroad to and 
from the Seatrain Lines terminal at Hoboken, N. J., when such 
traffic is from or to points on or via the Central Railroad Com- 
pany of New Jersey. 

In I. and S. No. 3921, the Commission suspended from No- 
vember 1 until June 1, schedules in supplements Nos. 18 and 23 
to Jones’ I. C. C. No. 2627. The suspended schedules propose 
to cancel the application of exceptions to official classification 
ratings of class 27.5 on paper articles and pressboard, and class 
25 on pulpboards (including fibreboard), in carloads, between 
points in Wisconsin and points in central freight association and 
trunk line territories, which would result in the application of 
higher commodity, combination or class rates in lieu thereof 
on this traffic. 


RATES ON RELIEF FOOD 


Application has been made to the railroads by Harry L. 
Hopkins, administrator of the federal emergency relief adminis- 
tration, for a reduction of 50 per cent in freight rates on large 
quantities of meats, fruits, vegetables and dairy products which 
are being purchased by the newly organized Federal Surplus 
Relief Corporation for distribution to the unemployed to supple- 
ment the relief now being administered by various agencies. 
The subject was brought before a meeting of railroad executives 
held in Washington. The executives are to present the matter 
to the carriers in the three big classification territories with a 
view to having an answer for Mr. Hopkins not later than 
November 10. 

The corporation expects to open bids next week for 15,000,000 
pounds of domestic beef and has already made plans for dis- 
tributing 6,500,000 bushels of wheat. It also has plans for dis- 
tributing butter and apples. A hundred million pounds of pork 
has already been purchased and is being distributed. Distribu- 
tion of other commodities, including lard and dairy products, 1S 
being considered. Some of the traffic, being transported for the 
government, would be subject to land grant reductions. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their traffic files are up-to-date. 
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November 4, 1933 


EASTMAN SOLICITS VIEWS 


Coordinator Eastman has announced a desire to obtain from 
interested shipper and trade associations, organizations of trans- 
portation agencies, boards of trade, chambers of commerce and 
individuals, such comment, together with pertinent factual data, 
as they may care to make on any or all of a number of ques- 
tions relating to federal transportation legislation. 

In a statement on the subject any groups or individuals de- 
siring to respond to the questions or on any other significant 
matter were urged by Coordinator Eastman to do so at as early 
a date as possible and not later than December 1. He said that 
comments might be in the form of a letter or a brief. Briefs, 
he added, might be printed, mimeographed or typewritten. The 
questions which the coordinator desires to have answered follow: 


Regulation of Competing Forms of Transportation 


Should rail, motor and water transportation enjoy equal oppor- 
tunities of competition in so far as federal regulation is concerned? 

Should equality of opportunity, if it is to be sought, be brought 
about (a) by applying to motor and water transportation the present 
degree of federal rail regulation, (b) by releasing the railroads from 
much of the present federal regulation and leaving all agencies largely 
free of such regulation, or (c) by somewhat relaxing present federal 
rail regulation and applying to motor and water transportation a 
comparable degree of federal regulation? 

Assuming no similar regulation imposed on motor and water 
transportation, should section 6 of the interstate commerce act be 
modified to permit railroads to make changes in rates, fares and 
charges on not less than 5 days’ notice where deemed by them neces- 
sary to meet competition of unregulated carriers? 

Assuming no similar power over rates of motor and water car- 
riers, should section 15, paragraph 7, of the interstate commerce act 
be modified to exclude the Commission’s power of suspension when- 
ever rate changes are filed to meet competition of unregulated 
carriers? 

Assuming no similar power over rates of motor and water 
carriers, should section 15, paragraph 1, of the interstate commerce 
act be modified to remove the Commission’s power over minimum 
rail rates in relation to the competition of unregulated carriers? 

Assuming no similar inhibition on motor or water carriers, should 
section 3 of the interstate commerce act be modified to permit the 
establishment of special competitive commodity rates on such com- 
modities and at such locations only as deemed necessary to meet the 
competition of unregulated carriers and independently of rates on 
similar commodities between the same points or of rates on the same 
or similar commodities between other points or territories? 

Assuming no similar restriction on motor or water carriers, should 
section 4 of the interstate commerce act be repealed, retained as at 
present, or modified in the direction of either more rigidity or more 
flexibility ? 

Should those paragraphs of section 5 of. the interstate commerce 
act commonly known as the Panama Canal act be repealed? 

Should the Inland Waterways Corporation act, as amended May 
29, 1928, be amended so as to permit the railroads and persons con- 
nected with the rail carriers to acquire by purchase or lease any of 
the facilities of the corporation — the giving of satisfactory 
assurance that such facilities bought or leased will be continued 
in common carrier service? 

Should section 16, paragraph 3, sub-sections (a), (b), (c) and 
(d) of the interstate commerce act be amended by reducing the 
time limits for the filing of claims for overcharges, for the filing 
of suits for reparation and for the filing of carriers’ suits for recovery 
of their charges, and if so what new periods should be fixed? 

Should section 16, paragraph 2, of the interstate commerce act be 
amended to eliminate the part thereof which provides for the award 
of attorneys’ fees to the shipper? 

_ Should section 8 of the interstate commerce act be amended to 
limit the recovery of reparation to complainants proving actual 
pecuniary loss? 

Coordination 


What are your views as to the desirability of the coordination 
of all agencies of transportation? 

If the railroads should undertake such coordination, should they 
perform all service under their own auspices or should coordination be 
effected through the cooperative effort of rail and independent motor, 
water and air operators, as through mandatory joint rates? 


Regulation of Interstate Motor Carriers 


Should interstate motor busses and/or trucks be 
the federal government? 

In the event of such federal legislation, what matters and types 
of carriers (common, contract or private operators transporting their 
own goods) should it embrace? ; 

Should such legislation provide for the regulation of the sizes 
and gross weights of motor vehicles and combinations thereof, or 
should these matters be left to the regulatory agencies of each state? 
In either event, have you any definite recommendations to make 
with reference to maximum permissible lengths and gross weights? 

What are your views with reference to providing for compulsory 
public liability and property damage insurance or bond in any fed- 
eral legislation enacted pertaining to motor busses and trucks? 

What legal authority exists under which the federal government 
om enact legislation to regulate contract and private motor opera- 

Should those who use public highways for commercial purposes 
bear the cost of any added thickness and width of the highways 
required by the operation thereon of large commercial vehicles? 


regulated by 


Regulation of Domestic Water Lines 


Should the federal government regulate domestic water lines? 

In the event of such regulation, what matters and what types of 
—, Kop. it embrace? 

n e event of such regulation, by what governmental body 
should it be administered? a ’ / 

Should tolls be charged for the use of inland waterways made 
navigable and/or maintained at public expense? 

What legal authority exists under which the federal government 
could enact legislation to regulate contract and private water carriers? 
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Relations of Industry to Transportation 


Should the present commodities clause (Sec. 1, par. 8, interstate 
commerce act) be modified to forbid by specific enactment the owner- 
ship of railroads by industries? 

Should either the present or the broader commodities clause sug- 
gested in the paragraph above be made applicable to water carriers? 


HUNTING FOR RAILROAD CREDIT 


The Trafic World Washington Bureau 


Acting under that part of the Roosevelt emergency trans- 
portation law making it a part of the duty of the coordinator 
to investigate and consider means not provided for in that 
law “of improving transportation conditions throughout the 
country,” including “the ability, financial or otherwise, of car- 
riers to improve their properties” (section 13), Coordinator 
Eastman has been making inquiries among insurance companies 
as to the possibility of railroads selling their bonds to them. 
N. B. Haley, of the Commission’s bureau of finance staff, who 
is also on the staff of the coordinator, has been making in- 
quiries along that line among the insurance companies in New 
York, as the agent of the coordinator. 

According to word among the insurance companies, not, 
however, yet officially reported by Coordinator Eastman, Mr. 
Haley was told that the insurance companies would make no 
further commitments on railroad securities pending clearing 
up of the financial position of the railroads. As understood by 
the insurance company officers a survey of the situation was 
being made by the coordinator to find out how railroad secur- 
ities stood, particularly bonds, among the larger investors, to 
determine whether new capital issues could be floated in the 
near future for refunding and improvement purposes, instead 
of depending wholly on the R. F. C. 

Reports from New York say that, while there were divergent 
views among insurance company officers, there was a tendency 
on their part to avoid railroad bonds unless and until there 
was a revision of the bankruptcy act, in so far as it pertained 
to railroads, so that mortgage bondholders would have better 
protection in the event of the reorganization of a railroad and 
would be assured of treatment in any reorganization plan com- 
mensurate with the seniority of their claim, more certainty that 
the railroads would be allowed to charge rates enabling them 
to meet their obligations and subordination of R. F. C. loans 
to bonds outstanding in the hands of the public so that money 
borrowed to meet deficits would not injure the equity of the 
bondholders. 


EASY MONEY FOR RAILROADS 


The Traffic World Washington Burcau 


Allotment of money from the Public Works Administration 
fund for completion of the Pennsylvania Railroad’s electrifica- 
tion project between New York and Washington and for loans 
to railroads for rail pruchases has been announced by Secre- 
tary Ickes, as Public Works Administrator. The allotment for 
the Pennsylvania is eighty-four million dollars and for the rails, 
tie plates, and fastenings, fifty-one million dollars. The loan 
to the Pennsylvania will be used for the electrification work 
and new equipment, including electric engines and freight cars, 
Officials said the expenditure of the money would substantially 
increase employment in the capital goods industries. 

The allotments for the Pennsylvania and for the purchase 
of rails will be followed by other allotments, on application 
of railroads, for purchase of railroad equipment. Mr. Ickes 
said the Public Works Administration would buy qualified secur- 
ities of railroads desiring to purchase equipment now, this 
being the method determined on as the basis for loans. Interest 
will not be collected the first year on such loans. After the 
first year the interest will be four per cent. Maturiites of 
the loans will be within the useful life of the equipment, which 
may include rails and fastenings, freight cars, passenger Cars, 
locomotives, and structural betterments of rights of way. 


Steel Rail Deal 


Refusal of President Roosevelt and Coordinator Eastman 
to accept the offer of the steel rail makers to sell first quality 
rail at the uniform price of $37.75 a gross ton, F. O. B. mill, to 
railroads obtaining loans from the government for the purchases 
of rails, announced by the coordinator October 28, was followed 
with conferences at the White House October 30 with the result 
that the steel rail manufacturers agreed to accept a price of 
$36.375 a ton proposed by President Roosevelt. The price has 
been $40 a ton. 

The White House, late October 30, issued the following 
statement: 


The President and the Federal Coordinator of Transportation met 
today with the steel rail manufacturers who explained that the recent 
offer of all four companies to supply steel rails at the uniform price 
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of $37.75 a ton was based on the following understanding by them 
of the steel coce provisions: 

The U. S. Steel Corporation states that without consultation with 
the other manufacturers and in conformity with the code, it notified 
the Iron & Steel Institute that it proposed to reduce its price for steel 
rails from $40 a ton to $37.75 a ton. 

This notice having been given to the Institute became public 
property and thereupon the other three manufacturers of steel rails 
reduced their price to meet the price established by the Steel Cor- 
poration. 

At the conference today the steel rail manufacturers maintained 
the position that the price of $37.75 represented to them only the cost 
of production plus a fair profit. The Coordinator of Transportation 
stated again his belief that not more than $35 a ton would repre- 
sent a fair purchase price. 

In the interest of getting people to work in the heavy industry 
of producing steel rails, the President proposed a price halfway be- 
between, or $36.375 a ton. 

This price was accepted and the Coordinator will advise the 
Administrator of Public Works of this decision and of the actual 
tonnage needs of the various railroads. 


Acceptance of the President’s proposal by the steel rail 
makers, it was understood, made unnecessary consideration by 
them of a proposal made by the coordinator which was in effect 
that the steel makers sell rails at $35 a ton or open their books 
and cost records to examination by government accountants for 
determination by the President of what price should be: paid. 
The statement issued at the White House also was regarded as 
having disposed of the issue raised by the coordinator when he 
charged in his letter to the steel heads, in response to their offer 
to sell rails at $37.75, that there was “consultation and collu- 
sion” among the steel makers in arriving at the price of $37.75. 

In announcing the previous action that had been taken with 
respect to the steel rail situation, Coordinator Eastman made 
public letters received by him from the steel company officials 
and his reply. 

W. A. Irvin, president of the United States Steel Corpora- 
tion, under date of October 20, wrote that counsel had advised 
that it would be a violation of the Steel Code to quote a price 
not in accordance with the filed base price list and that “for 
this emergency only” a revised price of $37.75 a ton was being 
filed that day with the American Iron and Steel Institute, under 
the Steel Code. He said if any of his competitors filed a lower 
price “we will, of course, refile to meet their price.” 


Paul MacKall, vice-president of the Bethlehem Steel Com- 
pany, Inc., under date of October 20, referred to requirements of 
the Steel Code relating to filing of prices, and included a new 
schedule of prices, including $37.75 for first quality rails, 500 
gross tons and over. He said the coordinator’s letter to the steel 
heads under date of October 3 “contains a number of statements 
with which we do not find ourselves in agreement but which, 
it seems to us, do not require a reply at this time.” 

L. E. Block, chairman of the Inland Steel Company, and 
Arthur Roeder, receiver of the Colorado Fuel and Iron Com- 
pany, wrote letters setting forth the first quality price of $37.75 
a ton. Mr. Eastman’s reply, addressed to Chairman Taylor, of 
the U. S. Steel Corporation; President Grace, of the Bethlehem 
Steel, and Messrs. Block and Roeder, follows: 


In response to my letter to you of October 3, 1933, I am in receipt 
of letters, all dated October 20, 1933, from W. A. Irwin, president of 
the U. S. Steel Corporation, from Paul Mackall, vice-president of the 
Bethlehem Steel Co., from L. E. Block, chairman of the Inland Steel 
Company, and from Arthur Roeder, receiver of the Colorado Fuel & 
Iron Company. Each of these letters advised me that on October 20, 
under the Code of Fair Competition for the Iron and Steel Industry, 
the company in behalf of which the letter was written, or its sub- 
sidiaries, would file with the American Iron and Steel Institute a new 
list of base prices for steel rails effective October 30, 1933. 

Each of the letters indicates that the new base price for first 
quality steel rails, f. o. b. mill, will be $37.75 per gross ton of 2240 
pounds. Only the letter from the Bethlehem Steel Company contains 
a full statement of the new base prices, but it is apparent that the 
identity with respect to the price for first quality rails will exist as 
to other prices also. It is true that the price named in the Bethlehem 
Steel Company letter for all second quality rail (500 G. T. and over), 
$38.75, differs from the similar price named in the Inland Steel Com- 
pany letter, $36.75, but the internal evidence suggests that this dif- 
ference was caused by a typographical error in the Bethlehem Steel 
Company letter. 

The facts that these letters bear a common date, that they name 
an identical price for first quality rail, f. o. b. mill, and that this 
price is the odd figure of $37.75 point unmistakably to the conclusion 
that the letters were the result of consultation and collusion. In my 
letter to you of October 3 I stated: 

“As you. know, it was the understanding at the President’s con- 
ference that base prices would be submitted, in response to my re- 
quest, by the steel companies independently of each other and with- 
out collusion or consultation.”’ 

Clearly, what has been done is not in accord with this under- 
standing. Moreover, there is nothing in the Code of Fair Competi- 
tion which made necessary such a deviation from the understanding. 
In confirmation of this statement, it is noted that the letter from 
the U. S. Steel Corporation concludes with the following sentence: 

“If any of our competitors file a lower price than the above we 
will, of course, refile to meet their price.” 

Because of the evident consultation and collusion in arriving at 
the new and uniform base prices, it seems clear that these are non- 
competitive prices lacking the safeguard to the consumer which com- 
petition provides. Manifestly, also, the Code was not intended to 
eliminate competition. On the contrary, it is by its own terms a 
“Code of Fair Competition.”’ 

In view of these circumstances and of the past history of steel- 
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rail prices in this country and what is known about them, I an 
authorized by the President to say that the Federal Government j 
unwilling to lend money to railroad companies for the purchase 
steel rails at the new base prices which have been filed, withoy 
some safeguard to the consumer and to the public interest to tak 
the place of competition. This substitute safeguard is an examinatioy 
by Government accountants of the books and cost records of the steq 
companies. 

Under existing conditions and to avoid possible delay, the Qpy. 
ernment is willing to lend the necessary funds without such an g¢. 
amination, provided the base price, f. o. b. mill, for first quality steel 
rail (500 G. T. or over) is made not more than $35 per gross ton of 
2240 pounds, with other prices adjusted accordingly. If the steg 
companies are unwilling to make this concession, then the Goverp. 
ment will lend the necessary funds only on condition that the ste 
companies shall file new base prices the same as those now on file 
but with the added stipulation that if, after Government accountants 
have had full and free opportunity to examine the books and cog 
records of the steel companies, the President shall find that reduc. 
tions in these prices are necessary to make them fair, the reduceq 
prices which he then names shall be the base prices to the same 
extent and from the same date as if they had been originally fileg 
In the meantime the Government will advance funds to the railroag 
companies on the basis of a price of $35 per gross ton for first quality 
steel rail, f. o. b. mill, with other prices related in the ratio of the 
base prices now on file, and with the understanding that the Govern. 
ment will later advance additional funds or receive refunds to accord 
with such other prices, not in excess of those now on file, as the 
President may find to be fair. In the absence of a full disclosure of 
the facts, it is impossible to define in advance and in the abstract 
what may be “air, and this must be left to the judgment of the 
President. 

In the letter from the Bethlehem Steel Company reference is made 
to section 9 of schedule E of the Code of Fair Competition. The per. 
tinent part of this section is as follows: 

“Except in the case of a product required by a purchaser for a 
specified definite contract of such purchaser with a third party at a 
fixed price, none of the members of the Code shall make any con- 
tract of sale of any product by the terms of which the shipment of 
such product is not required to be completed before the end of the 
calendar quarter year ending not more than four months after the 
date of the making of such contract.”’ 

Apparently, if contracts for the purchase of steel rails were 
made in November, this provision of the Code would require ship- 
ment of all of the rails before the end of the calendar year. Some of 
the railroad companies will not need some of the rails until some 
time in 1934. Arrangements must, therefore, be made by amendment 
of the Code or otherwise so that it will not in such instances be 
necessary to complete shipments of the rails until March 31, 1934, 

In my letter of October 3, I stated that certain railroads, contem- 
plating important orders, make it a condition-that the base price 
shall not exceed $35 per ton. There has been no change in this situ- 
ation, so far as I am aware. 


A conference with respect to the purchase of rails with 
government loans was held October 31 by Coordinator East- 
man, Col. H. M. Waite, deputy administrator of public works, 
Commissioner Mahaffie, and R. V. Fletcher, general counsel of 
the Association of Railway Executives. Inquiry was to be 
made of the railroads through Mr. Fletcher as to whether they 
would buy rails at the price of $36.375 agreed on, a number of 
the carriers having informed the coordinator heretofore that 
their offers to buy rails were based on a price of not more 
than $35. It was stated that the Great Northern had offered 
to buy 20,000 tons and the C. & E. L., 4,000 tons. The N. & W. 
already had purchased 10,000 tons, it was stated. 


ELEVATOR QUESTIONNAIRE 


The Trafic World Washington Bureau 


Coordinator Eastman has sent a grain elevator questionnaire 
to railroads serving grain markets and points at which grain is 
stored or transshipped. It has gone to railroads serving twenty- 
nine grain points in the interior scattered from Oswego, N. Y., 
on the east, to Ogden, Utah, on the west, and to fifteen seaboard 
points on the oceans and gulf from Portland, Maine, on the 
east, and Astoria, Oregon, and Seattle, Wash., on the west. As 
to why he sent it out, Mr. Eastman advised the railroads as 
follows: 





At various times in the past questions have arisen relating to 
the ownership, operation, and services of terminal grain elevators 
located at grain accumulating points in the interior and on the sea- 
board. In attached questionnaire information is sought with respect 
to all existing grain storage and handling facilities in their relation 
to the volume of the grain traffic handled at points covered by the 
inquiry. It is our purpose to ascertain the results of leasing railroad 
owned facilities and to determine, if possible, the relative advantages 
of operating such properties under lease as compared with their 
direct operation by the carrier owner. 

Your cooperation in furnishing the information sought will be 
appreciated. Prompt compliance with thia request is necessary. Re- 
plies will therefore be expected on or before November 15, 1933. 

It should be understood that respondents are invited to make 
such supplementary statements as they may deem helpful in con- 
sidering this subject. 


Railroads to whom Coordinator Eastman sent his grain eleva- 
tor questionnaire were asked to furnish, in addition to data 
concerning the capacity of elevators, information concerning 
the income and operations of terminal elevators owned by the 
railroad and leased by an operator; an analysis of income, ex- 
penses and operation covering elevators owned and operated 
by the railroad and to state what, if any, terminal elevator 
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facilities had been provided at terminals served by the respondent 
py the expenditure of public funds. 

In addition the respondent railroads are asked to state the 
names of any subsidiaries or other organizations which own 
or operate terminal elevator facilities, in which the particular 
respondent is interested by stock ownership or otherwise, giving 
the extent and character of the interest. Each respondent is 
also requested to furnish a copy of every tariff issued by it, as 
filed with state or federal regulatory authorities, showing the 
charges made for each and every service performed by each 
terminal elevator which is owned and/or operated by it. 

A further request is that the respondent state what, if any, 
transportation elevation services are performed by such terminal 
elevator companies, operated by it, for which no direct payment 
is made to the elevator. 


COMPETITION AND RAIL RATES 


A special committee has been set up by the Chamber of 
Commerce of the United States to study the problem of rail- 
road rate regulation. 

“The effect of the forces of competition on the railroad 
rate structure is directing attention to demands for a drastic 
revision of the policies that have been followed in railroad 
rate regulation since the world war,” says a statement issued 


by the chamber. 
“The increased use of the motor vehicle, the revival of 


water transportation and keener competition among commod- 
ities and producing centers are factors which in the depression 
years have tended to break down the mileage or cost-of-service 
basis of rate making. An analysis of these trends looking to 
recommendations for methods which will accord greater recog- 
nition to competitive and market conditions in the making of 
rates has been undertaken by the chamber’s new special com- 
mittee on railroad rate policies. Possibilities of simplification 
in the classifications of goods for rate purposes and increased 
flexibility in rate-emaking procedure also are being considered.” 
The members of the committee are: 


Cc. E. Bockus, pres., Clinchfield Coal Corp., New York, Chairman. 

W. C. Cowling, vice pres., Ford Motor Co., Detroit, Mich. 

J. S. Crutchfield, pres., American Fruit Growers, Inc., Pittsburgh. 

William D. Dean, pres., Sprague, Warner & Co., Chicago. 

Eric A. Johnston, pres., Brown-Johnston Co., Spokane, Wash. 

W. P. Kenney, pres., Great Northern Railway Co., St. Paul, Minn. 

L. F. Owen, traffic manager, R. J. Reynolds Tobacco Co., Win- 
ston-Salem, N. C. : : 

A. R. Smith, vice pres., Louisville & Nashville Railroad, Louis- 
ville, Ky. 

Cc. D. Sturtevant, pres., Bartlett-Frazier Co., Chicago. 

Luther Walter, Walter, Burchmore and Belknap, Chicago. 


TRANSPORT REFERENDUM 


The Traffic World Washington Bureau 


The members of the Chamber of Commerce of the United 
States have cast a vote “decisively in the affirmative” on the 
proposals that government operation of commercial water trans- 
portation should be discontinued and that water transporta- 
tion be regulated. These and other proposals approved by the 
membership in the referendum on competing forms of trans- 
portation, just concluded, will be pressed by the chamber. In 
a statement the chamber said: 


On seventeen out of eighteen recommendations put before the 
membership in the referendum the votes were decisively in the af- 
firmative. 

The only question on which the voting did not give the chamber 
a clear cut position was No. 6, which related to the maximum to be 
allowed in size and weight of motor vehicles. In favor of the max- 
imum put forward by the American Association of State Highway 
Officials there were 869 votes and against this maximum there were 
1,082 votes. This vote does not fix the position of the chamber, which 
has a rule requiring a two-thirds majority, either for or against, to 
commit the organization in favor of or in opposition to a proposal. 

The chamber’s members not only gave overwhelming endorse- 
ment to regulation of highway traffic, but also for limitation of gaso- 
line taxes with elimination of the federal levy on gasoline. 

Thirteen of the questions before the membership related to trans- 
portation by highway, while five related to intercoastal, coastwise and 
inland water transportation, except on the Great Lakes. Regulation 
of water transportation was endorsed. 

The proposals voted upon were as follows: 

Water Transportation in Domestic Commerce. : 

1. All common carriers should be required to obtain certificates 
of public convenience and necessity. 

; 2. Common carriers should be subject to regulation, as to rates, 
in-port-to-port rates. 

All vessels which are not common carriers and which accept 
cargo for hire should be required to charge the established common- 
carrier rates. 

_ 4. Regulation should require that the rates of both water and 
rail carriers to competitive points should be adequately compen- 
Satory to the carriers making the rates. 

. Government oneration of commercial water transportation 
should be discontinued. 

Highway Transportation in Intrastate Commerce. 

6. Each state should put into effect the standards of the Ameri- 
can Association of State Highway Officials as to size, weight and 
speed of vehicles. 
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7. Motor busses and other vehicles carrying passengers for hire 
should pay a special user tax in the form of a mileage tax, grad- 
uated according to seating capacity. 

8. Motor trucks should pay a special user tax reflecting fairly 
the demands each makes upon the highways. 

9. The gasoline tax should be kept down to a point not encour- 
aging wholesale evasion. 

10. The gasoline tax should be levied only by states. 

11. States should enter into reciprocal agreements for issuance 
of special licenses at equitable rates to commercial vehicles out of 
their home states. 

12. Intrastate motor carriers for hire, both common and contract, 
should be required to obtain permits to operate. 

13. Intrastate motor carriers for hire, both common and con- 
tract, should, under regulation be required to file, post and adhere 
to rules that are just, reasonable and non-discriminatory among 
shippers. 

14 All commercial users of highways should be required to es- 
tablish financial responsibility for public liability and all common 
carriers also for liability with respect to passengers and cargo. 

15. Safety and fair conditions of competition require that hours 
of service of operators of commercial motor Vehicles on highways 
should be reasonably limited by public authority. 

Interstate Regulation. 

16. There should be the same degree of regulation by Congress 
of interstate motor carriers as has been recommended to the states 
for intrastate carriers, as to permits to operate, rates, financial re- 
sponsibility and hours of service. 

- The Interstate regulatory authority should act as an ap- 
pellate body, with provision for initial delegation of authority to 
boards of state regulatory bodies from states affected by each case 
that arises. 

18. Section 500 of the transportation act of 1920 should be con- 
strued as a declaration by Congress of the importance to the public 
of the major forms of transportation, without preference for rail or 
water transportation over highway transportation. 


The committee which drafted the report was composed of 
the following members: David F. Edwards, Boston, president, 
Saco-Lowell Shops, chairman; A. J. Brosseau, New York, presi- 
dent Mack Trucks, Inc.; Joshua C. Chase, Sanford, Florida, fruit 
grower and distributor; L. W. Childress, St. Louis, Missouri, 
president, Mississippi Valley Barge Line Co.; W. L. Clayton, 
Houston, Texas, cotton merchant; Eric A. Johnston, Spokane, 
Washington, president, Brown-Johnston Co.; W. P. Kennedy, St. 
Paul, Minnesota, president, Great Northern Railway Co.; Frank- 
lin D. Mooney, New York, president, Atlantic, Gulf & West 
Indies Steamship Lines; Allison Owen, New Orleans, architect; 
J. J. Pelley, New Haven, president, New York, New Haven & 
Hartford Railroad Co.; J. Howard Pew, Philadelphia, president, 
Sun Oil Co.; C. O. Sherrill, Cincinnati, vice-president, Kroger 
Grocery and Baking Co., and R. H. Sherwood, Indianapolis, 
Ind., president, Central Indiana Coal Co. 


HARD LIQUOR RATE FIGHT 


The Traffic World Washington Bureau 


Arrangements have been made for a joint hearing, by the 
Commission and the Shipping Board Bureau of the Department 
of Commerce, on Nov. 8, at the Shipping Board Bureau, on a 
fight that has been going on since August between the all-rail 
lines and water lines about rates on whiskey, brandy and grain 
alcohol, mainly from Kentucky and Illinois points of origin to 
Pacific coast points. Director Hardie of the Commission’s bureau 
of traffic and H. S. Brown, acting chief of the Shipping Board 
Bureau’s division of regulation and traffic, will probably preside 
as examiners. So far as the Commission is concerned the hear- 
ing will be on I. and S. No. 3919, a suspension proceeding cover- 
ing rates proposed by the railroads, on the commodities men- 
tioned, in tariffs effective on varying dates between October 25 
and November 1. The Shipping Board Bureau proceeding will 
be on an application of the Gulf Conference lines for special per- 
mission to reduce rates on whiskey. 

At the request of the Commission the Shipping Board Bureau 
has asked water lines subject to its jurisdiction to suggest, in 
the testimony they may give, the proper differential of inter- 
coastal water rates under the all-rail rates. While the rate fight 
has been between the railroads and the intercoastal lines, the 
barge-ship route lines are also getting into it. 

Since the middle of June the railroads have reduced or pro- 
posed to reduce their rate from Louisville and Lexington, Ky., as 
typical points of origin, to Pacific coast points by 225 cents and 
the intercoastal lines 59 cents. The latest cut, 25 cents, is car- 
ried in the tariffs dated to be effective November 1, but suspended 
in the suspension case mentioned. To meet that cut the inter- 
coastal lines proposed a cut of 14 cents and made special per- 
mission request therefor. 

The all-rail cut of 225 cents is larger in appearance than in 
fact. The 225 cut was taken from a class rate of $5.25 plus a 
two-cent surcharge which moved little or no traffic. The reduc- 
tion in the intercoastal rates, actual and proposed, is taken from 
a rate that would have carried traffic if any were to be had. 

Imminence of prohibition repeal created the rate situation 
with which the two governmental bodies propose to deal co- 
operatively. It is said that from 50 to 60 carloads of distilled 
liquor are now moving, chiefly from Illinois and Kentucky points, 
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to the Pacific coast to be placed in bonded storage against the 
time when it will be legal to sell it for beverage purposes. It 
is regarded as profitable traffic, hence the competition in rates. 

The latest proposal of the intercoastal lines would bring 
their rate down from $1.14 to $1 a hundred pounds. The fight 
became interesting in the early part of September when tne 
barge-ship rate was cut from $2.15 to $1.90 to match a 25-cent 
reduction in the all-rail rate proposed on August 5 and a 25-cent 
reduction in the port to port intercoastal or ocean rate on Sep- 
tember 4. The barge-ship lines asked the Shipping Board Bureau 
for special permission to meet the 14-cent cut but it was denied. 

The two regulatory bodies helped in the fight about the rates 
on hard liquor by giving permission, in several instances, to 
make the reduced rates effective on less than statutory notice, 
thereby helping in keeping in motion a cycle of rate cutting. 
In the earlier tariffs gin was not mentioned among the liquors 
to be transported but in the last moves that beverage was 
included. 


SIXTH SECTION PRACTICES 


In accordance with the reassignment of functions under 
which Commissioner Aitchison has complete charge of sixth 
section applications, except when he wishes some of his col- 
leagues to help him, the Commission, November 1, began using 
a new form of sixth section permissions. That new form is 
shown herewith, except that the number, name, and commodity 
are purely fictitious: ; 

No. 777776 
IN THE MATTER OF 
APPLICATION NO. 2506 OF F. L. SPEIDEN, AGENT 
APPLES FOR EXPORT 

Present: Clyde B. Aitchison, Commissioner, to whom the above 
entitled matter has been assigned for action thereon. 

ORDERED: That under the application dated October 20, 1933, 
(No. 2506) of all carriers therein referred to that have lawfully ap- 
pointed F. L. Speiden as Agent to publish and file in their name, 
place and stead tariffs and supplements thereto, the said Agent is 
hereby authorized to publish and file with the Commission consecu- 
tively numbered supplements to his I. C. C. Nos. .... and ...., such 
supplements to establish rates on apples for export from points in 
Virginia to Boston, Mass., as set forth in the said application and 
Exhibit ‘‘A,’’ attached thereto and to be made effective upon not 
less than ten days’ notice to the Commission and the general public 
by posting and filing in the manner required by law. 

_— St Washington, BD. C., CHW ..cccscovcee WP OE cccicsesecas ‘ 


By the Commission, Commissioner Aitchison. 
To: Mr. F. L. Speiden, Agent, 
101 Marietta Street, 


Atlanta, Ga. Secretary 


At present the form reads: “application of Lehigh Valley 
Railroad Company, round-trip fares. Ordered: 
By the Commission, Division 2.” 

The Commission, taking notice of the more or less informal 
way in which sixth section applications are signed, has sent 
a letter to all concerned, signed by Secretary McGinty, as 
follows: 


With regard to sixth section applications filed in the name of an 
agent for and on behalf of carriers for whom he is acting under pow- 
ers of attorney and which are required to be subscribed and sworn 
to before a notary, attention is directed to the fact that many of 
such applications, instead of bearing the agent’s personal signature, 
are signed by some other party to whom authority has been given to 
sign the agent’s name, per his own, as for example: 

Frank Van Ummersen, agent, per I. N. Doe; E. B. Boyd, agent, 
per L. E. Kipp; C. W. Galligan, agent, per R. A. Sperry; J. E. Johan- 
son, agent, per L. M. McNamaro; F. L. Speiden, agent, per C. R. 
Young; and H. G. Toll, agent, per B. T. Booze, chief clerk. 

An agent acting under power of attorney from his principals 
may not delegate his authority to another either by the execution of 
a separate power of attorney or otherwise, nor should another be per- 
mitted to sign an agent’s name to any formal application or petition 
the signature to which must be attested. No such application there- 
fore is properly executed without the personal signature of an agent 
who is duly authorized by powers of attorney direct from the prin- 
cipals on whose behalf the application is filed, and which authorities 
are on file with the Commission. 

As to alternate agents it is not contemplated they shall act except 
under circumstances set forth in Rule 18 of the Commission’s Tariff 
Circular 20, but for the purposes of applications under section 6 and 
in the temporary absence of the principal it may be advisable to have 
the alternate agent in position to sign. If it is so desired therefore 
the committee should pass a resolution extending to the alternate 
agent authority to sign sixth section applications in his own name and 
if the Commission is advised by the committee chairman to the effect 
that such a resolution has been adopted applications thus signed will 
be accepted. It is to be understood, however, that no change will be 
made from the present form of agency applications and that those 
which are signed by an alternate must cite the name of the princi- 
pal agent and be shown as a petition of the carriers participating in 
the tariff which he is authorized to publish. 





RAILROAD CREDIT CORPORATION 


The Railroad Credit Corporation, which is now liquidating 
the pool created by the railroads with revenues derived from 
the emergency rates granted by the Commission in Ex Parte 
103, has obtained repayments of $4,502,384 from borrowing 
carriers, which reduces the outstanding loan balances to $69,- 
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188,984, according to the statement showing the financial cop. 
dition of the corporation as of October 31, 1933. 

In a letter addressed to the chief executives of the pay. 
ticipating carriers and accompanying the report, E. G. Bucklan¢, 
president of The Railroad Credit Corporation, said: 


The Credit Corporation’s third distribution to participating car. 
riers, repaying $1,473,275, or 2% of the contributed fund, was com. 
pleted October 16, 1933. The total repayments, as shown by the 
financial statement, now aggregate $5,205449. 

The balance of the emergency revenue contributions at October 
31, 1933, is $69,067,306, to liquidate which the Credit Corporation has 
cash items of $1,034,822, interest and other accounts receivable of 
$452,021, and notes, evidencing loans, of $69,188,984. The notes bear 
interest at the New York Federal Reserve rediscount rate, adjusted 
quarterly on the first day of January, April, July and October. 


THE NEW STEELSTRAPPER 





The “steelstrapper,” a new and improved box strapping tool 
with automatic seal feed, has been developed by Acme Steel 
Company, Chicago. It is said to provide greatly increased speed 
in box strapping operations. 

This new tool not only increases speed, but it recommends 
itself for the unusual convenience of a one-unit tool, according 


to its sponsors. It tightens the strap, applies a seal, seals the 
joint, and cuts the strap from the coil. Operations are con- 
trolled from two ball-tipped levers. The left hand tensions the 
strap, and the sealing is done with one stroke of the right hand 
—a one-two operation. It is said to be the only box strapping 
tool perfected with an automatic seal feed. One hundred seals 
are contained in a clip. This new feature enables strapping 
to be done with new speed and precision, and it is claimed 
that the uninterrupted operation possible will bring strappin& 
time and cost to a new low figure. 


TRUCKERS PROTEST TON. R. A. 


“Anti-trucking” provisions in proposed codes of fair competi- 
tion for the structural steel and-iron fabricating industry and for 
the bolt, nut and rivet industry were protested this week by 
the American Trrucking Associations, Inc. These provisions are 
similar to those attacked by the truckers in the iron and steel 
code. Representatives of the association have been invited to 
confer on the steel code provisions with the traffic managers 
committee of the American Iron and Steel Institute. (See Traffic 
World, Oct. 21, p. 706.) 
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TRUCKING CODE 


EVISION of the trucking code of fair competition to prepare 

it for public hearing has been completed by NRA officials 
and members of the American Trucking Associations’ central 
committee. Among the main features of the code in its re- 
vised form are: 


(a) Establishes National Trucking Code Authority which functions 
through regional, state and classified group authorities. 

(b) Provides 48 hour week. 

(c) Establishes sliding scale of minimum wages, ranging from 
20 cents an hour to 50 cents an hour, based on population areas and 
whether applicable in north or south. 

(d) Takes in all truck owners, except to the extent they may be 
covered by other codes. 

(e) All truck owners must register with, and provide informa- 
tion about their business for the Trucking Code Authority. 

(f) Permits rate control by the industry. 


Rates and Tariffs 


With reference to rates and tariffs, the central committee 
said that price provisions in other codes were based on costs, 
but it was self evident that transportation charges, where there 
was a factor of competition to consider, could not rest wholly 
on such a basis. The committee said that the NRA officers, 
to protect the public interest, suggested that rates arrived at 
by trade agreement should be related to rates and tariffs 
already approved for similar transportation services by federal 
or state regulatory bodies. Article VI of the revised code, 
relating to rates and tariffs, follows: 


1. Each member of the industry shall file, either individually or 
in a trade agreement as provided for in Section 2 hereof, within forty- 
five (45) days after the approval of this code, a schedule of bona 
fide minimum rates and tariffs. Such schedule as to transportation 
between two or more divisions shall be filed with the appropriate 
Regional Code Authority, and all schedules for operations within any 
one division shall be filed with the appropriate Divisional Code Author- 
ity. No member of the industry shall charge less than the minimum 
rates and tariffs filed in his individual schedule until there shall have 
been filed with the appropriate Code Authority changes, amendments, 
or supplements to the original schedule. 

2. (a) Minimum rates and tariffs, and practices in connection 
therewith, may be formulated by trade agreements among the mem- 
bers of any territorial or natural group of the industry, provided that 
such rates and tariffs are (a) directly related to and not more than 
rates and tariffs prescribed or approved by or on file with an appro- 
priate state regulatory body for transportation by members of this 
Industry or (b) are directly related to and not more than existing 
rates and tariffs of competing railroad services which are on file with 
the Interstate Commerce Commission or any other appropriate regu- 
latory body. Such relation to the rates and tariffs prescribed in 
clauses (a) and (b) of this section shall either be (1) a percentage re- 
lation to such rates equal to or under the same, or (2) a differential 
in cents per hundred pounds under the same. 

(b) Such groups of the industry as cannot relate their rates and 
tariffs to (a) or (b) may formulate trade agreements in which the 
rates and tariffs shall be based on the lowest reasonable cost of the 
service, and the National Code Authority, with the approval of the 
administrator, shall determine methods and formulate rules and regu- 
lations in connection therewith to be used in arriving at such cost. 


Hearing Provided For 


_ (c) If and when a trade agreement is drawn as hereinabove des- 
cribed by such a group, it shall be submitted to the appropriate Code 
Authority, which Code Authority shall give written notice to all regis- 
tered members of the industry who might be affected by such agree- 
ment, and shall hold .a hearing thereon. If the appropriate Code 
Authority shall find after hearing that the proposed agreement com- 
plies with the provisions set forth above and that it is assented to 
by the operators of a majority of the vehicles involved or carrying a 
major portion of the tonnage involved, it shall approve the agree- 
ment and when such approval is given the agreement shall thereupon 
be binding upon all operators of vehicles for hire affected, unless 
within ten days after such approval more than half of those affected 
thereby but not assenting thereto, file with such Code Authority a 
notice of appeal, setting forth the grounds for such appeal, which 
may be either that the said agreement creates a monopoly or op- 
presses small enterprises or that the rates provided therein are not 
in accordance with the provisions of this section, together with sup- 
porting evidence and written argument. Upon the receipt of such 
an appeal, the Code Authority shall notify the proponents of the 
agreement and allow a reasonable time for answer, and shall deter- 
mine whether the agreement shall become effective or be suspended 
pending final determination of the appeal. 4 the receipt of such 
answer with evidence and argument, if any, the Code Authority shall 
submit the entire matter together with all documents to the admin- 
istrator through the National Code Authority. The decision of the 
administrator in the matter shall be binding. 

- No changes or amendments in the rates and tariffs set forth 
by agreement as provided in Section 2 hereof shall be made by any 
party to such an agreement except after a showing is made to the 
appropriate Code Authority that the proposed new rate or tariff is 
adequate and sufficient to meet the reasonable cost of the service to 
be performed, or that the change or amendment is to meet competi- 
tion from some form of transportation agency not within the industry. 
Prior to making any change or amendment in such rates or tariffs, 





the appropriate Code Authority may provide for a hearing after proper 
notice to the members of the Industry affected. 

4. It shall be the duty of the Regional Code Authority in conjunc- 
tion with similar Code Authorities in adjoining regions, to accept 
and approve agreements from groups of the industry where members 
of such groups operate in more than one region, the method to be 
followed in making such agreements and obtaining such approval to 
be the same as that provided in Section 2 hereof. A joint committee 
of the regions involved may be constituted by the Regional Code 
Authorities involved to administer such agreements. 

5. In determining the reasonable cost of any service to be per- 
formed, the operator of any vehicles for hire shall include as an 
element of cost such sums for his own services as would correspond 
with the standard wage for like services of an employe performing 
similar duties if such duties were performed by an employe coming 
within the scope of this code. 


The hearinig on the code will be held November 16 at the 
Department of Commerce auditorium. 

If the essential provisions of the trucking code are adopted, 
according to President Rodgers, of the American Trucking As- 
sociations, Inc., approximately 400,000 to 500,000 employes will 
be put to work in the highway transport business. 


“It is highly essential that the private or industrial hauler, 
who hauls his own goods in his own trucks, come under the 
trucking code,” said he. “There is a keen competitive situation 
created by the private hauler because there is always a ques- 
tion in the minds of business men who use the service of for- 
hire trucking operators as to whether or not it would not be 
cheaper for them to buy their own trucks. 

“The code offers an opportunity, long felt in this industry, 
to equalize competitive conditions and stabilize rates. Operators 
have suffered because of chiselers both within and without the 
industry. Moreover, the railroads, under the guise of rates ‘to 
meet truck competition,’ have established rates not compen- 
satory. 

“This is the first time in the history of this ramified and 
important industry that a serious attempt has been made to 
bring about cohesiveness and unity of action looking toward 
betterment of conditions for the industry as a whole.” 

Figures submitted to the National Recovery Administration 
by the association show investment in the industry in excess 
of $3,000,000,000, truck drivers employed, 1,500,000, and 517,796 
trucks operated for hire. Total number of trucks operating not 
for hire are placed at 2,745,000. Included in the latter figure are 
900,385 farmer-owned trucks which do not come within the scope 
of the code, in so far as they do not operate for hire. 

A meeting of the directors and trustees of American Truck- 
ing Associations, Inc., which will be open to all truck owners 
or their representatives, will be held at the Mayflower Hotel in 
Washington, D. C., November 15, the day before the hearing 
on the code. 

At the suggestion of the NRA an additional paragraph spe- 
cifically to provide for the setting up of code authorities for the 
natural divisions of the industry has been inserted in the pro- 
posed code of fair competition for the trucking industry. Adop- 
tion of such a provision would permit the setting up of a code 
authority for a classified group of trucking interests requiring 
special treatment as to wages and hours of service, for example, 
such code authority to cooperate in the administering of the 
trucking code. 


PRESIDENT APPROVES BUS CODE 


President Roosevelt has approved the code of fair competi- 
tion for the motor bus industry which will become effective 
November 13. 

With the exception of two changes the code is as was ap- 
proved by Deputy Administrator Malcolm Muir and as accepted 
by the National Association of Motor Bus Operators on behalf 
of the industry. 

One of the changes was the elimination from the code of 
the so-called “merit” clause providing that employers might 
exercise their right to select, retain or advance employes on 
the basis of individual merit, without regard to their membership 
or non-membership in any organization. Such declarations have 
been ruled out of codes by the President on the ground that 
they constitute an attempt to interpret the labor provisions of 
the recovery act. 

The other change made was in the part of the code providing 
for registration of passenger motor carriers. The code, as sub- 
mitted, provided that each passenger motor carrier “shall within 
thirty (30) days after the approval of this code register its 
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operations by filing a statement with the Motor Bus Code Au- 
thority setting forth the routes over which it is operating as of 
the date of the public hearing of this code on August 30, 1933,” 
and that “passenger motor carriers establishing any new motor 
bus operation or extending any motor bus operation subsequent 
to August 30, 1933, shall secure therefor a certificate of con- 
venience and necessity, or permit, from each and every state in 
which such operation is conducted, authorizing intrastate trans- 
portation along the route or routes of such new operation, or 
extension of existing operation.” 

The change made in the above provisions was the substitu- 
tion of the date of approval of the code by the President (Oct. 
31) for August 30. 

The National Recovery Administration, in announcing ap- 
proval of the code by the President, said that, under the code, 
the motor bus industry would reemploy 12,586 additional wage 
earners, or about 18 per cent, according to an estimate made by 
the division of economic research and planning. It said this 
would increase the annual payroll of the industry by $15,152,000, 
or about 18 per cent. A summary of the provisions relating 
to hours of service and wages follows: 

Maximum hours for employes: Clerical employes 40 hours per 
week averaged over a period of four weeks; garage, service and 
maintenance employes 48 hours per week averaged over a period of 
of six weeks with a maximum of 54 hours in any one week; bus 
operators and ticket agents 48 hours per week averaged over a period 
of six weeks with a maximum of 54 hours in any one week, provided 
that during any three month period a maximum of 54 hours is es- 
tablished; watchmen and janitors—56é hours in any one week. No 
employe working over 35 hours per week may be employed for more 
than 24 hours in any 28 day period. 

Minimum wage rates for motor bus employes are established 
ranging from $15 per week in any city of over 500,000 population to 
$12 per week in towns of less than 2,500 population, Provision is made 
that rates of pay for employes whose hours of employment have been 
reduced sha!l be increased by an equitable readjustment and that 
rates of pay for employes whose hours have not been reduced shall 
not be decreased below those in effect for the week ending June 17, 
1933. Employment of any person under 16 years of age and of any 
person as a bus driver under 21 years of age is prohibited. 


The code provides for the organization of the Motor Bus 
Code Authority to cooperate with the administrator of the 
recovery act in the administration of the code. Among other 
things, the code authority has the duty of requiring periodical 
reports from the members of the industry with respect to rev- 
enues, expenses, and other charges; wages, hours of labor, condi- 
tions of employment, and number of employes, and to recommend 
a uniform system of accounting for the industry. 

The code provides for the filing with the Motor Bus Code 
Authority tariffs of rates, fares and charges and observance of 
such filed charges. Provision is made for effecting changes in 
the tariffs. 

Passenger motor carriers, the code provides, shall comply, 
as to interstate commerce, with the lawful regulations of the 
states through which they operate pertaining to bonds or insur- 
ance or liability protection required for passenger motor car- 
riers engaged in intrastate commerce. 

After 45 days from the approval of the code it is provided 
that no motor carrier transportation agent shall sell transporta- 
tion furnished by a passenger motor carrier unless such pas- 
senger motor carrier is registered with the Motor Bus Code 
Authority as provided in the code. 

Unless otherwise provided by the Motor Bus Code Author- 
ity, according to the code, commissions on ticket sales are to 
be limited to 10 per cent of the amount of ticket sales made by 
any agent, broker, or carrier. 

No passenger motor carrier, it is provided, shall issue free 
or reduced rate transportation to employes of another carrier 
except when a request therefor has been placed through the 
general offices of such other carrier. 

Settlements on interline reclaims shall be within 30 days 
from the date billing is received, it is provided. 

It is specifically declared that full recognition is accorded 
the effect of the state laws that regulate intrastate business “and 
it is neither the intent nor purpose of this code to abrogate, 
change or modify the effect of any state law in respect to any 
passenger motor carrier business which shall be strictly intra- 
state in character.” 


DIVERSION OF MOTOR TAXES 


“In an epochal decision handed down on October 18, 1933, 
the Supreme Court of the State of Colorado declared unconstitu- 
tional the law recently passed by the state legislature levying a 
special registration fee on motor vehicle owners for relief pur- 
poses,” says the National Highway Users’ Conference, Wash- 
ington, D. C. 

“The Colorado law, which the court held null and void, 
provided that in addition to existing registration fees, motor 
vehicle owners in the state should pay another fee ranging from 
$2 to $60 a vehicle on the basis of valuation, the proceeds to be 
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turned over to the various counties for relief work and to be 
expended by boards of county commissioners. 

“The court held that the act of the legislature violated the 
constitution of the state in two vital respects: 

“First, that the tax levied in the emergency legislation was 
in every respect a property tax but which did not apply uni. 
formly to all classes of subjects in the jurisdiction where it 
was levied. 

“Second, that the constitution prohibits the state from enact. 
ing a tax for the special benefit of subdivisions of the state, such 
as counties, cities, townships, and so on. 

“Inasmuch as the constitutions of many states contain pro. 
visions similar to those contained in the constitution of the state 
of Colorado, it is to be expected that the decision will act as 
warning to legislators and relief agencies that have been urging 
or considering the levying of special motor taxes for, or the 
diversion of such taxes, to relief purposes.” 


ANOTHER NEW TYPE OF TRAIN 


A new type of stainless steel train, built for the Texas and 
Pacific, to be placed in passenger service by the latter between 
Fort Worth and Texarkana, was exhibited in Chicago the first 
part of this week. It is a two-unit affair, consisting of a forward 
coach containing the power plant, railway postoffice, and bag- 
gage space, and a trailer passenger coach with seats for seventy. 
two passengers, High speed, low cost of operation, and excep. 
tional riding comfort are among the characteristics claimed for 
this recent product of the transportation laboratory, which it is 
hoped will prove an effective instrument in rehabilitation of 
rail passenger business. 

Moderately stream lined and constructed of a special, high 
strength, steel alloy, the weight of the train to each passenger 
seat is said to be only about one-fifth that of conventional steam 
railway equipment. The power plant consists of two twelve. 
cylinder gasoline engines connected to two electric generators, 
which, in turn, connect with motors driving the axles. The 
train is said to have an operating cost of only 35 cents a mile, 
which compares favorably with the cost of operating large inter- 
city highway busses and is not more than half that of a steam 
train of the same capacity. 

Air conditioning, stream lining, and sealed windows, along 
with pneumatic rubber tires under the trailer coach and rubber 
cushioned trucks make for quiet, smooth riding and passenger 
comfort. The train is capable of a speed in excess of 75 miles 
an hour and has superior accelerating and brake capacity, due 
to the grip of the rubber tires on the rails and other features. 


TRUCKS VS. RAILROADS 


Ted V. Rodgers, president of the recently organized Amer- 
ican Trucking Associations, Inc., in a communication to Henry 
W. Toll, executive director of the American Legislators Associa- 
tion, has taken exceptions to remarks of J. J. Pelley, president 
of the New Haven Railroad, made in the latter’s address at the 
conference held at Harrisburg, Pa., October 20 and 21. (See 
Traffic World, Oct. 28.) 

“Frankly,” said Mr. Rodgers, “I cannot but feel that it was 
unfortunate that in a conference concerned exclusively with 
highway commercial transportation, the railroads, whose con- 
cern with the subject is only incidental and hostile, should have 
so far imposed upon courtesy as to make so unfair a statement 
as that of Mr. Pelley. It was precisely the sort of presentation 
that has characterized all discussion of this subject from the 
railroad side. The nation-wide dissemination of such misrepre- 
sentations over a long period has inevitably affected the public 
attitude, because the highway interests have been unable to 
match the enormous expenditures of the railroads in disseminat- 
ing such views.” 

A summary of Mr. Rodgers letter, issued by his association, 
in part, follows, 


In answer to Mr. Pelley’s bald assertion that ‘“‘the sizes and 
weights of motor vehicles are the determining factors in the type of 
highways that must be built,’”” Mr. Rodgers cited the U. S. Bureau of 
Public Roads as authority for the statement that “state highways 
would be built just as strong and as heavy as they are if there were 
no commercial transportation on them; soil and climate being the 
real determining factors.” 

“Moreover,” Mr. Rodgers added, “the Bureau points out that the 
increase in costs of a road capable of carrying the heaviest vehicles 
is merely represented by a slight additional thickness of concrete, 
which is almost negligible as compared to the costs of right of way, 
structures, grading, foundation and the thickness of the concrete 
necessary to withstand moisture, frost and heat.’’ 

He pointed out that the railroads in 1932 paid only $275,000,000 in 
taxes, whereas motor vehicle owners paid $1,076,000,000 in gasoline 
taxes, license fees and special levies alone; that trucks are responsi- 
ble for 26 per cent of this huge toll, while only constituting 13 per cent 
of the registrations; that automotive taxes have increased during the 
depression, while railroad taxes have decreased; that the automotive, 
petroleum and automotive transportation industries employ 4,000,000 
workers, while the railroads in 1931 had 1,282,000 employes; that rail- 
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road interests alone have opposed uniformity in state laws governing 
trucks and busses, while all other interests have favored it. 

He accused the railroad interests of opposing uniformity “‘because 
they believe uniformity would be to the advantage of highway trans- 
portation and enable it better to serve the public,” adding ‘‘through- 
out this entire highway controversy the real purpose of the railroads 
has been not to protect the public safety or to save the roads, but to 
hamper, restrict and hamstring highway transportation.’ 

“They regard all highway commercial traffic as bad,’’ Mr. Rod- 
gers stated, referring to the railroad attitude, ‘‘yet everybody knows 
that highway commercial traffic is absolutely necessary, in present 
conditions, to the very life of the country. It is necessary to the 
railroads themselves for it brings to them and delivers from them 
nearly all their freight. The truck on the highway is not a thing of 
beauty; neither is the box car on the rails, but both are absolutely 


necessary. a 3 

“If public opinion should determine that commercial highway 
movements were ‘a nuisance’ and should banish such transportation, 
the whole country would be paralyzed within 24 hours. The alterna- 
tive would be to return to the days of horse-drawn vehicles, something 
now utterly unimaginable.” 


STORE DOOR DELIVERY TARIFFS 


The Traffic World Washington Bureau 


The Pennsylvania October 30 filed its initial tariff establish- 
ing store door pick-up and delivery service between stations 
on its system, effective December 1. That tariff, Pennsylvania 
IL Cc. C. No. 1100, establishes what it calls reduced less-than- 
carload and any-quantity rates, the reduction being in the 
furnishing of terminal services without additional charges on 
hauls not exceeding 260 miles. 

On hauls greater than 260 miles users of the terminal serv- 
ice, which is optional, pay graduated charges beginning with 
two cents a hundred pounds for the block between 261 and 
280 miles for either pick-up or delivery service or both. In 
the block between 341 and 360 miles the pick-up or delivery 
service is six cents or ten cents for both. For 361 miles and 
all greater distances the pick-up or delivery service is six cents 
and pick-up and delivery service is twelve cents. 


Railroads that joined the Pennsylvania in this tariff, in 
addition to its subsidiaries, were the Boston and Maine, New 
Haven, Canadian Pacific, Central Vermont, Delaware and Hud- 
son, Maine Central, Montpelier and Wells River, St. Johnsbury 
and Lake Champlain, Rosslyn Connecting, and Suncook Valley. 

Long before the Pennsylvania had its system-wide tariffs 
providing pick-up and delivery service ready for the files of the 
Commission the opposition of a decided majority of trunk line 
railroads thereto was known. The Erie was the only trunk line 
territory carrier not aligned against the Pennsylvania. That 
carrier’s proposal was not being opposed so nearly unanimously 
by New England and central territory lines. The fact that the 
Erie was not opposing was developed at a meeting of the trunk 
lines in New York on October 27. At the same time it was 
brought out the Wheeling and Lake Erie, a central territory 
line, was not in opposition. The position of the Erie was at- 
tributed to the fact that the National Carloading Co., formerly 
controlled by Pennsylvania, was now a Van Sweringen interest. 
The Van Sweringen interest in the Wheeling & Lake Erie was 
regarded as acounting for the position held by that road, 

The Grand Trunk Western, Boston & Maine and the Maine 
Central, interested in store delivery service long before the 
Pennsylvania initiated its latest move, were understood to be 
participants in the Pennsylvania service as connecting lines. 
The Delaware & Hudson, New Haven and the Detroit & Toledo 
Shore Line were also expected to act as bridge lines in the 
Pennsylvania service. 

In anticipation of the actual filing of the Pennsylvania 
tariffs, the Pennsylvania, Grand Trunk Western, and the Wash- 
ington & Old Dominion filed sixth section applications with the 
Commission asking to be relieved of the technicalities of tariff 
publication rules so as to allow them to file tariffs they deemed 
necessary on acount of the new move. However, almost as 
soon as the Pennsylvania had filed its application, No. 2062, after 
consultation with the technical men of the Commission’s bu- 
reau of traffic, it reached the conclusion that it did not need 
relief from the provisions of Rule 4 (c) (i) requiring the show- 
ing of the commodities on which the new rates would apply 
because the tariffs, by their terms, would apply on “all commodi- 
ties,” except those shown in a list such as dangerous, fragile 
and perishable articles and articles likely to damage other 
commodities in a car. That application, it was agreed then, 
Should be denied pro forma. The Grand Trunk Western and 
the Washington & Old Dominion, however, asked for relief that 
seemed to be needed. 


Information that had come to the Commission tariff men 
before and on October 28, which was before the Pennsylvania 
Schedules were in hand, led the Commission men to believe 
that practically all eastern district lines that were opposing 
the Pennsylvania would come to them, after the schedules had 
been deposited, with requests for suspension of the Pennsylvania 
Publications in one hand and tariffs which they said they would 
file to meet the Pennsylvania move, if the Commission did 
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not suspend the Pennsylvania schedules. That the lines op- 
posing the Pennsylvania move would meet it with tariffs of 
their own was taken as a matter of course, 

President Williamson, of the New York Central, which was 
expected to lead the fight for suspension of the Pennsylvania 
tariffs, in his letter to Coordinator Eastman calling on him to 
stop the Pennsylvania move, said that “such action on the 
part of the Pennsylvania must force the other carriers to pro- 
tect themselves.” (See Traffic World, September 30, p. 553.) 

A thought on that point is that if and when the Commis- 
sion refuses to suspend the Pennsylvania tariffs, the other lines 
will offer tariffs to meet the Pennsylvania move and ask that 
they be allowed to go into effect on the same day, on sixth 
section permissions. Many times the Commission has allowed 
carriers that have opposed the tariff of one or more other car- 
riers unsuccessfully to file tariffs to meet the terms or rates 
set in the tariff they opposed, on less than the thirty days’ 
notice required by law. While refusal by the Commission to 
suspend a tariff does not in law, mean approval, in competition 
it means exactly that. Carriers in opposition to competitors in 
such situations as this one, act on the assumption that if they 
cannot stop the move of the other fellow they will be allowed 
to meet his competition without penalty. Refusal of the Com- 
mission to allow competitive tariffs to be filed effective on the 
same date would be regarded as imposing a penalty upon the 
unsuccessful opposition. 

Tariffs intended to meet the move made by the Pennsyl- 
vania in the matter of store delivery rates and service were 
filed by the Erie and the Grand Trunk Western in time to 
become effective on December 1, without the aid of sixth section 
permissions. The Erie filed its I. C. C. No. 19181 for applica- 
tion between stations east of Buffalo and Salamanca, N. Y., 
and its I. C, C. A-7252, for application between stations west of 
those points. The Grand Trunk Western, in its I. C. C. A-2651, 
makes arrangements for service between stations on its lines. 

The Erie tariffs, to the eye, look like Pennsylvania tariff. 
Minute examination may disclose some variations, but if there 
are any, they are not obvious. 

The American Trucking Associations, Inc., has notified its 
member associations that protest against the Pennsylvania store 
door delivery tariff and the tariffs of other carriers will be 
made by it. The protest, the organization said, was being pre- 
pared by E. S. Brashears, its counsel. 





Eastern railroads that have opposed the plan of the Penn- 
sylvania Railroad and other roads to inaugurate store-door de- 
livery and collection service over their systems will file a 
petition shortly with the Commission asking suspension of 
the tariffs, it became apparent following a meeting of traffic 
executives of the eastern railroads in New York October 27. 

It was also announced at the meeting that the Erie Railroad 
and the Wheeling and Lake Erie would shortly publish a sched- 
ule of rates for a store door delivery system to become effective 
December 1, the same date as that set for inauguration of the 
service by the Pennsylvania and others. It was stated, how- 
ever, that the arrangements by the former group would differ 
from those proposed by the latter. 

D. T. Lawrence, chairman of the Traffic Executives’ Asso- 
ciation, made the following statement at the conclusion of 
the meeting: 


The question of store-door collection and delivery at points in 
official classification territory, which had been discussed by the 
traffic executives on Oct. 19, was further considered by them at a 
meeting held at 143 Liberty Street today with a view to developing 
what action would be taken by other roads following the announce- 
ment of the Pennsylvania Railroad of intention to file its tariffs pro- 
viding for this service, effective Dec. 1. 

Announcement had been made by the Grand Trunk, Boston and 
Maine, and Maine Central Railroads of their intention to participate 
in the tariff of the Pennsylvania Railroad and to establish like ar- 
rangements for their own account, and the Delaware and Hudson, 
New Haven, and Detroit and Toledo Shore Line had advised of their 
willingness to join in these tariffs as bridge lines. 

The Erie Railroad and Wheeling and Lake Erie Railway an- 
nounced their intention of publishing store-door collection and delivery 
arrangements to become effective Dec. 1, which in some respects 
differ from those proposed by the Pennsylvania Railroad and con- 
curred in by the other carriers above referred to. 

As these arrangements, while designed to place the roads named 
on a parity with the Pennsylvania Railroad, involve questions not 
raised by the proposed tariff of that company, these matters will re- 
quire further consideration by the presidents. 

While lines other than those referred to stated it would be their 
purpose to establish such arrangements as might be found necessary 
to protect their respective interests, their study of the conditions had 
not progressed to the point where they were in position to make defi- 
nite announcement. 

It was the view of many of the lines represented that request 
should be made on the Interstate Commerce Commission for suspen- 
sion of such tariffs as might be filed to become effective Dec. 1, 
either by the Pennsylvania Railroad or by other lines because of the 
announcement of that company. 





INDIANA TRUCK MEETING 


The Motor Truck Association of Indiana will hold its an- 
nual meeting at the Lincoln Hotel, Indianapolis, November 11, 
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Among subjects to be covered by the speakers are the opera- 
tion of NRA as it affects trucks, interstate trucking problems, 
and reciprocal relations among states as to licenses and like 
matters. Morning and afternoon business sessions will be 
followed by a banquet and entertainment in the evening. 


ILLINOIS MOTOR CARRIER BILL 
The Illinois Commerce Commission will hold a hearing at 
its Chicago quarters, November 6, on a proposed new motor 
carrier bill it has had drafted. Shippers, motor carrier opera- 
tors, and others interested are invited to attend. 


AIR-TRUCK-RAIL SERVICE 


Highway, airway and railway came together to provide this 
picture, taken at St. Paul, Minn., of the three main agencies 
united in the Railway Express Agency to provide a nation-wide, 


high speed service. Through careful alignment of schedules 
and close-knit organization the Express Agency extends the 
advantage of air speed far beyond actual air terminals. Rail 
service paralleling the air lines supplements the air service by 
continuing the fast movement of shipments at such times as 
weather or other conditions prevent flight, and the terminals of 
the air line are joined to the 225,000 miles of rails over which 
the company operates by highway vehicles. St. Paul is one of 
the few points at which a safe approach by an express plane 
to the actual rail head can be made. 


AIR EXPRESS SERVICE 


Air express service is to become effective from Billings, 
Mont., westward to Spokane, Wash., over the newly opened 
Northwest Airways extension, effective November 5, and east- 
bound over the same route, it is announced by the Railway 
Express Agency, Inc. Northwest Airways express plane will 
depart from Billings daily at 8 a. m., with stops at Helena, 
Mont., and Missoula, Mont., reaching Spokane at 2 p. m. The 
return flight will start from Spokane at 9:20 a. m. daily, with 
stops at Missoula and Helena, arriving at Billings at 3 p. m. 
The distance between terminals is 514 miles, bringing the 
R. E. A. air express mileage to 13,749 miles. Both at Helena 
and at Billings connection is made with the National Parks 
Airways, another integral air transport unit of the Railway 
Express Agency Air System. 


IMPROVEMENT OF AIRWAYS 


Thirteen radio stations on the federal airways system have 
been equipped by the aeronautics branch of the Department 
of Commerce with remote control equipment by means of which 
the radio communication transmitter and the radio range beacon 
are operated from a control station at the airport which also 
has teletypewriter facilities and is equipped for weather obser- 
vations. In making this announcement, Eugene L. Vidal, direc- 
tor of aeronautics, said also that 28 stations were using the 
new type antenna which was developed by the Department of 
Commerce for more efficient radio range beacon transmissions. 

Transmitters for the radio communication stations which 
disseminate weather information, and the radio range beacons 
giving directional guidance, are located at some distance from 
an airport in order that the towers will not constitute obstruc- 
tions for aircraft landing and taking off. Under the remote 
control procedure, these transmitters are linked by leased tele- 
phone circuits with Department of Commerce teletypewriter 
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stations at the airports, and are controlled by telephone {qj 
type switches. The department’s program at present calls f 
equipping 69 stations with this feature, 







RAILROAD AIRWAY SUBSIDIARY 


Organization of an airway subsidiary of the Central Vz. 
mont Railway, to be known as the Central Vermont Airway 
Inc., has been announced by Edmund Deschenes, manager ¢ 
the railway. The central offices of the new air line will 
in St. Albans, Vt. The new company will join with Bosty 
Maine Airways, Inc., a subsidiary of the Boston and Maine Raji 
road, in the operation of an airplane passenger line betweq 
Montpelier-Barre, White River Junction, Concord, N. H., ani 
Boston. Tri-motored, 10-passenger cabin planes will be use 
Actual flying operations will be conducted by National Aj: 
ways, Inc, It is planned to extend the service eventually t 
Montreal and other points. 





























AIR TRAFFIC 


Scheduled air transport lines operating in continent, 
United States carried 56,830 passengers in September, 193} 
it was announced October 31 by Eugene L. Vidal, director o 
aeronautics, Department of Commerce, who received inform 
tion relative to operations from 24 of the 25 companies operat. 
ing in the month. 

The reporting lines flew 4,439,453 miles, carried 130,63 
pounds of express, and flew 21,515,361 passenger miles in Sep 
tember, 1933. A passenger mile is the equivalent of one pas 
senger flown one mile. 

Comparisons of figures for September, 1933, with those for 
July and August of this year, and with those for September, 
1932, are given in the following: 






















1933 1933 1933 1932 
July August Sept. Sept. 
Number of companies oper- 
Ree er 27 27 25 3 
Number of companies re- 
ee ane 27 27 24 3 
Passengers carried ......... 61,504 65,181 56,830 52,829 
Express carried (pounds) 124,295 123,227 130,635 114,193 


_ -.... eee eee 4,868,717  4,771,0 4,439,4 4,066,889 
Passenger miles flown ..... 21,417,110 22,797,942 21,515,361 14,585,965 
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DISTRIBUTION OF AIRPLANES 


A survey by the aeronautics branch of the Department of 
Commerce shows that on October 1, 1933, there were one 0 
more airplanes each in 17 per cent of the incorporated cities or 
towns in the United States. 

The last census of the United States lists a total of 16,59 
incorporated cities or towns and the aeronautics branch survey 
shows that in each of 2,848, or 17.6 per cent, there were one 0 
more airplanes. Both licensed and unlicensed airplanes weré 
included in the survey. 

It was also shown that in each of 123 cities there were eleven 
or more planes. In 141 cities there were from 6 to 10; in 40 
there were from 3 to 5; in 448 there were 2; and 1,735 there was 
one airplane each. ; 

The largest number of planes in a single city was in Chi 
cago where there were 287. New York came next with 246; 
Los Angeles third with 159; and Detroit fourth with 122. 


ATLANTIC SEADROME PROJECT 


A project calling for construction of five seadromes to be 
anchored in the Atlantic ocean at intervals of 450 miles on 4 
route via the Azores was the subject of a hearing October 30 
before the technical board of review of the Public Works At: 
ministration. 

The Seadrome Ocean Dock Corporation, of which E. R. 
Armstrong is president, is an applicant for a loan of $30,000,000 
from the public works fund to finance the project. It is also 
contemplated that the company would obtain compensation from 
the Post Office Department for handling mail at the rate of $2 4 
pound, it being estimated that this should yield $6,000,000 aD 
nually. 

Passenger revenues from air service were estimated at 
$4,538,000, while it was figured that hotels and concessions 02 
the seadromes would yield $500,000 a year. 


FLEET CORPORATION OFFICER 
George F. Blair, who has been district director at Norfolk, 
Va., for the Shipping Board Merchant Fleet Corporation, has 
been made assistant to the president of the Fleet Corporation 
in Washington. The corporation at this time has no president, 
its business being conducted by Vice-Presidents Cone, Saltz 
man and Woodward. 
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OCEAN SHIPPING DEVELOPMENTS 


The Traffic World New York Bureau 


USINESS in the full cargo trades has been in the doldrums 

the last week, barring a pickup of activity in the time char- 
ter market were reported but an inquiry for a large cargo to 
South in the tankers division. Grain charters were slow, as well 
as trans-Atlantic sugar cargoes. No further fixtures in the coal 
market were reported but an inquiry for a large cargo to South 
America was Circulated. Some freight brokers were pessimistic 
as to the outlook for the immediate future, while others felt 
that more orders would develop shortly. 

Grain fixtures were limited to three, all from Montreal for 
United Kingdom ports and all done at 1s 44%4d, two prompt and 
the other middle November loading. 

The three trans-Atlantic sugar cargoes fixed were all for 
steamers in the neighborhood of 2,000 net tons from Cuba to 
United Kingdom-Continent, done at rates ranging from 13s 6d to 
13s 9d for November loading. 

Time charters, in addition to the usual West Indies and 
Canadian charters, included two for the West Coast of South 
America and one in the North Pacific trade. The two for South 
America were steamers of 2,989 and 3,264 net tons, for one round 
trip each, done on private terms. A 2,737-ton vessel was en- 
gaged for one trip, delivery North Pacific, redelivery United 
Kingdom-Continent for November, private terms. 

Among a number of tanker charters from the Gulf was 
that of a 13,000-ton Swedish motorship, dirty, from the Gulf to 
Dunkirk for consecutive voyages over 1934, done at 7s, com- 
mencing in December. Several clean cargoes were also re- 
ported. 

Representatives of the New York Freight Forwarders and 
Brokers Association and the New York Customs Brokers Asso- 
ciation met in New York October 30 and 31 with representatives 
of the National Association of Foreign Freight Forwarders and 
Brokers to compose the views of the two groups. The national 
organization was formed recently by an insurgent group of 
forwarders and customs brokers with the intention of drafting 
an opposition code of fair competition to be submitted to the 
N. R. A. The other two groups had previously drafted a code 
containing clauses forbidding a member of the industry to have 
an interest in any foreign business, which proved objection- 
able, it was said, to some of the forwarders and brokers. 

Indications are that a code of fair competition satisfactory 
to each side, aS well as a constitution providing the vehicle for 
a national organization, will be ratified by all three organizations. 

The national organization will probably be styled the Na- 
tional Institute of Foreign Freight Forwarders and Brokers. 
Representatives of the New York associations at the conference 
were Frederic Henjes, Jr., B. A. Levett and Stevenson Masson 
and of the national association, Gerald K. Berkey, Karl C. Schroff 
and Frank H. Doty. 

Representatives of American and foreign steamship com- 
panies operating in foreign trade from the United States held 
a meeting October 31 at the headquarters of the Associated 
Transatlantic Freight Conferences in New York. James Sin- 
clair, chairman of the freight conferences, presided. Following 
consideration of the code of fair competition drafted by the 
American Steamship Owners’ Association it was decided that, 
Inasmuch as the foreign trade presented special problems and 
because the steamship owners’ code was essentially an Amer- 
ican shipping code, a separate code would be submitted to W. H. 
Davis, Deputy N. R. A. Administrator in charge of shipping. 

The Brazilian consulate in New York has announced that 
Brazilian consular fees for November will be collected at the 
Same rate which prevailed durinig October; that is, on a basis 
of 83 cents per each gold milreis. 


SHIP SUBSIDY INQUIRY 


The special Senate committee, headed by Senator Black, 
of Alabama, that is investigating ocean mail contracts and 
other matters, did not resume public hearings October 31 as 
had been planned. It was announced the hearings would be 
resumed November 7. 

The Senate committee’s inquiry thus far into the ocean mail 
contract situation, according to Senator Black, raises possi- 
bilities as to future operation and control of the American mer- 
chant marine, These possibilities, he said, were, return to gov- 
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ernment operation; retention of subsidies under strict govern- 
ment checking as to expenses of ship operators, and abandon- 
ment of the subsidy system entirely, leaving the shipping busi- 
ness to private enterprise to operate as best it could without 
government aid. 


SHIPPING INDUSTRY CODE 


The national industrial recovery act is applicable to the 
shipping industry in the opinion of Attorney General Homer 
Cummings. In a letter to Secretary Roper, of the Department 
of Commerce, the Attorney General said that, in his opinion, 
the courts probably would hold, if the question were presented 
to them, that Title I of the recovery act applied to shipping. 

“Title I covers every ‘trade or industry’,” the Attorney Gen- 
eral’s letter continued. “It thus embraces shipping unless an 
intention to exclude shipping is to be inferred from the act 
itself or its legislative history, or from some general policy 
otherwise declared by Congress: Nothing in the legislative his- 
tory of the act throws any light upon the intent of Congress in 
this connection. Certain provisions of Title I are or may be 
inapplicable to shipping, for example, section 3(e) authorizing 
the President to limit imports which threaten the maintenance 
of codes and section 3(b) making violations of a code an unfair 
method of competition within the meaning of the federal trade 
commission act. But the inapplicability of these particular pro- 
visions does not indicate that Congress intended to exclude 
shipping from the general provisions of Title I. 


“Elimination of unfair competition based upon destructive 
wage or price cutting is one of the important aims of the recov- 
ery act. Although various acts of Congress regulate to some 
extent the rates and practices of common carriers by water, 
including many details of the employer-employe relationship, 
these laws do not provide for fixing minimum wages or maximum 
hours (With trifling exceptions, see U. S. C., Title 46, Sec. 673) 
and do not effectively prevent price cutting. They thus leave 
open an important field for the operation of industrial self-gov- 
ernment under the measure of governmental control provided 
in the recovery act. Application of the recovery act to shipping 
would therefore appear to be within the general purposes and 
policy of the act. 

“Congressional regulation of shipping is not so compre- 
hensive and detailed, as it is in the case of the railroads, that 
the inference arises that Congress did not intend the new forms 
of control authorized by the recovery act to cut across the 
scheme of regulation which Congress had already established 
and carefully evolved. Furthermore, Congress enacted emerg- 
ency legislation dealing with railroads (the emergency railroad 
transportation act, 1933) practically simultaneously with the 
enactment of the recovery act, but no similar bill dealing with 
the problems of shipping by special legislation was pending or 
enacted simultaneously with the recovery act. 

“Notwithstanding the force of the foregoing considerations 
which suggest that shipping is within Title I of the recovery act, 
I think it advisable to call your attention to certain opposing 
contentions which might be urged. These may be briefly stated 
as follows: 


Viewing the provisions of Title I as a whole, there would seem 
to be substantial grounds for urging that it does not apply to 
industries subject to permanent regulatory legislation enacted by 
Congress. But whether or not this interpretation be correct, an 
intention on the part of Congress to exempt shipping from the 
scope of Title I may perhaps be implied from the peculiar circum- 
stances affecting it. Title I does not apply to its competitors, namely, 
foreign ships competing with it in foreign commerce and railroads* 
competing with it in interstate commerce. (*This contention as- 
sumes the correctness of the conclusion of the Federal Coordinator 
of Transportation that the recovery act does not apply to rail- 
roads.) It follows that if shipping is subject to the title and its 
competitors are not, and if the standards imposed upon it by 
codes, agreements or licenses increase its operating costs, it may be 
put at a serious competitive disadvantage. Furthermore, certain 
similarities between shipping and the railroads may indicate that 
Congress intended to treat them alike in the matter of the appli- 
cation of Title I. Both are public utilities requiring a large amount 
of invested capital and engaged in furnishing transportation and, 
in addition, the federal legislation regulating shipping ‘closely 
parallels” that regulating the railroads “in its general scope and pur- 
pose, as well as in its terms (United States Navigation Co., Inc., 
vs. Cunard Steamship Co., Ltd., 284 U. S. 481). 


“While I have thus called attention to the divergent views 
which may be taken of the question you have presented, in my 
opinion the better view is, as stated at the outset, that Title I 
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of the recovery act applies to shipping. I should add that this 
letter deals solely with the legal aspects of the question and 
is not to be taken as expressing any opinion upon the question 
whether, as a matter of policy, a code of fair competition for 
shipping should or should not be approved or imposed.” 

The Labor Advisory Board of the National Recovery Admin- 
istration has announced appointment of Victor Glander, secre- 
tary-treasurer of the International Seamen’s Union of North 
America, as labor adviser for the hearing on the shipping indus- 
try code, scheduled to be held November 9 at the Department 
of Commerce. 

At a meeting of the executive committee of the Shippers’ 
Conference of Greater New York November 1, a resolution was 
adopted opposing the inclusion of any rate in the proposed 
general shipping code or in any individual trade route code. 
The conference declared that, if the National Recovery Admin- 
istration decided to include rates in any shipping code, rate 
structures should be maintained with rate differentials as exist- 
ing at present. 

Dabney T. Waring, chairman of the rate committee of the 
conference, was authorized to go to Washington November 9 
to represent the conference at the hearing. 

A code drafted by representatives of American and for- 
eign steamship lines operating in foreign trade from United 
States ports was adopted at a meeting of these lines Novem- 
ber 1 and has been forwarded to Deputy Administrator Davis. 
Fifty-five steamship companies signed the proposed code for 
the foreign trades. 


WATER CARRIER AGREEMENTS 


The following agreements, and cancellations and modifica- 
tions of agreements, filed in compliance with section 15 of the 
shipping act, 1916, as amended, have been approved by the Secre- 
tary of Commerce: 

Agreements Approved 


2428—Newfoundland Canada Steamships, Ltd., with Bull Insular 
Line, Inc.: This agreement covers through shipments of fish from 
St. Johns, Newfoundland and Halifax, Nova Scotia, to Puerto Rican 
ports, with transshipment at New York. 

2532—Swayne & Hoyt, Ltd. (Gulf Pacific Line) with Crowley 
Launch and Tugboat Company: The parties by this agreement pro- 
vide for through shipments from United States gulf ports to Mare 
Island, California, with transshipment at San Francisco. This agree- 
ment is to supersede and cancel Agreement No. 948, as amended. 

2534—-Matson Navigation Company, Swayne & Hoyt, Ltd. (Gulf 
Pacific Line), and Inland Waterways Corporation: The parties by 
this agreement provide for through transportation of canned pine- 
apple from ports in the Hawaiian Islands served by Matson to San 
Francisco and/or Los Angeles Harbor, thence by Gulf Pacific Line 
to New Orleans or Mobile, thence to designated inland points in the 
United States by the Inland Waterways Corporation. 

2562—Luckenbach Steamship Company, Inc., and Munson Steam- 
ship Line: The parties by this agreement provide for through ship- 
ments of canned goods in carload lots from U. §S. Pacific coast ports 
to Miami, Florida, with transshipment at New York. 


Agreement Modified 


1752-2—American Fruit & Steamship Corporation and Luckenbach 
Gulf Steamship Company, Inc.: Modification providing for the addi- 
tion of Tampico as a port of call in Agreement No. 1752, as amended, 
which covers through shipments of all commodities, except agricul- 
tural implements, from Pacific coast ports to Vera Cruz, via New 
Orleans. 

Agreements Canceled 

. 1034-C—Calmar Steamship Corporation with North Pacific Steam- 
ship Line: Cancels agreement between the above named carriers 
which covered through shipments from U. S. north Atlantic ports 
to Aberdeen, Hoquiam, Raymond, and South Bend, Washington, with 
transshipment at San Francisco. 

1193-C—American Fruit & Steamship Corporation and Luckenbach 
Gulf Steamship Company, Inc.: Cancels agreement between above 
named carriers which covered through shipments from Pacific coast 
ports to Mexican ports, via New Orleans. 


Modification of Conference Agreement 


134-6—Modification of agreement of the Gulf Mediterranean Ports 
Conference delegating authority to two emergency committees to 
make rates on cotton only through December to Spanish Mediter- 
pase _ and to Adriatic and West Coast of Italy ports, re- 
spectively. 


IMPROVEMENT OF WATERWAYS 


“In order to more effectively carry out the large amount 
of work to be undertaken with the allotments exceeding 
$43,000,000 made by the Public Works Administration for the 
improvement of the Missouri River, including the Fort Peck 
Dam, the Secretary of War announced the creation of a new 
river and harbor division to be known as the ‘Missouri River 
Division,’ with headquarters at Kansas City, Missouri, to super- 
vise all work on the Missouri River except the small portion 
near the mouth, which is under the St. Louis District,” said 
the War Department. “Lieutenant Colonel Richard C. Moore, 
who has been for some years sector engineer in charge of 
the work on the Missouri River and is thoroughly familiar with 
it, has been selected as division engineer. Captain Theodore 
Wyman, now district engineer at Kansas City, has been desig- 
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nated as Colonel Moore’s assistant, in order that his exceptiona] 
qualifications may be fully utilized. Under this division three 
districts are to be organized: 


One at Kansas City, Missouri, to be in immediate charge of the 
improvement of the Missouri River and its tributaries from St. Jo. 
seph, Missouri, to Hermann, Missouri; 

One at Omaha, Nebraska, in immediate charge of the improve. 
ment of the Missouri River and its tributaries from the mouth of the 
Yellowstone River to St. Joseph; ; 

And the third, with headquarters temporarily at Glasgow, Mon. 
tana, but later at the dam site, to be known as the ‘‘Fort Peck Dis. 
trict,” and to be charged with the construction of the Fort Peck Dam, 


“Each one of these districts will be placed in charge of a 
competent officer, experienced in construction work of magni. 
tude.” : 

An allotment of $195,000 for maintenance dredging opera- 
tions in the St. Johns River, Fla., Jacksonville to the ocean, 
has been approved by the Secretary of War. An allotment of 
15,000 for dredging in the Little River, Del., also has been 
approved. 

A statement issued by the War Department November 2 
revealed that river and harbor and flood control work was 
proceeding under allotment of more than two hundred million 
dollars from the fund provided by the national industrial re. 
covery act. 

The total number of men employed the week ended Octo- 
ber 23 on such work was 26,075, of which 13,898 were employed 
on hired labor work and 12,177 on work being done by contract. 

The allotments, aggregating more than two hundred mil- 
lion dollars, included the following: Mississippi River flood 
control project, $44,000,000; lock and dam project on upper 
Mississippi River, $33,500,000; Missouri River between Kansas 
City and Sioux City, Ia., $14,153,108; river and harbor projects 
for which $70,000,000 was allotted; Bonneville Dam and power 
project on Columbia River, $20,250,000, and Fort Peck Reser. 
voir on upper Missouri River, $25,000,000. 

Details as to the status of the projects as of the week ended 
October 23 were set forth as follows: 


Under the allotments of $44,000,000 for work on the Mississippi 
River flood control project, work is being actively prosecuted by 
hired labor and work is also getting under way by contract. To date 
work estimated to cost in excess of $13,600,000 has been awarded, work 
estimated to cost about $3,475,000 is under advertisement, and work 
estimated to cost about $14,000,000 is being prosecuted by hired labor 
methods. Tne number of employes for the week ending October 23 
was 10,288 on hired labor work and 2,355 on contract work. 

Under the allotments of $33,500,000 for work on the lock and dam 
project on the Upper Mississippi River, contracts involving a total 
estimated cost of $7,300,000 have been awarded, bids for 5 of the 1! 
locks proposed to be constructed under the last allotment of $22,000,- 
000 have been invited. The estimated cost of work under advertise- 
ment at the present time is about $9,000,000. The number of men 
employed during the week ending October 23 was 438 on hired labor 
work and 164 on work being done by contract. 

Under the allotment of $14,153,108 for work on the Missouri River 
between Kansas City and Sioux City, Iowa, all work has been con- 
tracted for except two items estimated to cost about $450,000, which 
are being carried out by hired labor. The number of men employed 
was 1,328 on hired labor work and 5,957 by contractors. All the work 
proposed to be done with the allotment of $3,600,000 for the section 
of the river below Kansas City has been advertised, bids for the 
major portion thereof have been received and awards will be made 
as seon as information is received that the funds are available. War- 
rant covering this allotment has not yet been received. : 

Under the allotment of $70,000,000 for river and harbor projects, 
work estimated to cost in excess of $36,450,000 has been awarded, 
work estimated to cost about $15,300,000 is under advertisement, and 
work estimated to cost in excess of $2,100,000 is being carried out by 
hired labor methods. The number of employes during the week end- 
ing October 23 were 1,769 on hired labor work and 3,701 by contrac- 
tors. 

Under the allotment of $20,250,000 for construction of the Bonne- 
ville Dam and power plant on the Columbia River, contract for the 
necessary core drilling has been entered into. Approximately 75 men 
were employed on this project during the past week. Bids for the ex- 
cavation for the diversion channel, the side dam, and coffer dam, es- 
timated to cost in excess of $1,000,000, were to be opened on October 
31. —— of plans and specifications for the locks are being 
rushed. 

Under the allotment of $1,520,000 for work on the Cape Fear 
River, North Carolina, bids for the construction of the lock and dam 
have been invited, to be opened on November 30. 

Under the allotment of $1,500,000 for work on the Sacramento 
River flood control project, bids for a portion of the work are to be 
opened during the latter part of October and the early part of 
November. ‘ 

Under the allotments of $25,000,000 for the Fort Peck Reservoir 
on the Upper Missouri River, bids for the test borings and test pit 
work were to be opened on October 31. 


An allotment of $16,000 for repairs to the Sturgeon Bay 
and Lake Michigan Ship Canal, Wis., has been approved. 


FLORIDA SHIP CANAL PROJECT 


Advocates of use of public funds for construction of a ship 
canal across the upper part of Florida between the Atlantic 
ocean and the Gulf of Mexico, to save ships the trip around the 
peninsula of Florida, believe that President Roosevelt is it- 
clined to favor adoption of the project at least to the extent of 
having a survey made. Senator George, of Georgia, discussed 
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the project with the President October 30. One of the cost 
estimates for the project is approximately $150,000,000. It is 
proposed, if the canal is built, to charge tolls to put the project 
on a self-liquidating basis. 

Following Senator George’s call at the White House, Secre- 
tary Ickes, as public works administrator, directed that a sur- 
vey as to the feasibility of the project be made by army en- 
gineers. Senator George said probably $200,000 of the public 
works fund would be used for the survey. 


AMERICAN SHIPBUILDING 


American shipyards, on October 1, were building or under 
contract to build for private shipbuilders 32 vessels aggregating 
26,062 tons compared With 61 vessels aggregating 35,919 gross 
tons on September 1, according to the Department of Commerce. 
Three of the vessels were of 1,000 gross tons or over. They in- 
cluded one passenger and cargo vessel of 1,400 gross tons being 
built for the Northland Transportation Company at the Lake 
Washington Shipyards, Houghton, Wash., and two passengers 
and cargo vessels, each of 4,800 gross tons, being built for the 
A. H. Bull Steamship Company at Newport News Shipbuilding & 
Drydock Company yards at Newport News, Va. 


REGIONAL WATER COMMITTEES 


The Traffic World Washington Bureau 


Further discussion of things to be done looking toward the 
organization of regional committees selected by water lines to 
confer with the regional committees of railroads, in accordance 
with a suggestion by Coordinator Eastman, was had at a meet- 
ing on November 1, of water line representatives over which 
Major General T. Q. Ashburn and S. A. Oyen, the latter of Co- 
ordinator Eastman’s staff, presided. General Ashburn, at the 
request of Mr. Eastman, undertook the organization of commit- 
tees representing the water lines. 

General Ashburn presented for consideration of the confer- 
ence what he called general principles to govern the proposed 
contact between the two classes of carriers, with the water car- 
riers divided into three groups, namely, common carriers, con- 
tract carriers and private carriers. There was considerable dis- 
cussion on the definition of contract carriers. The definitions 
and general principles agreed upon follow: 


Water carriers are divided into three groups: (a) common car- 
riers, (b) contract carriers, (c) private carriers. 

Common carriers are defined to be those which, to the limit of 
their capacity, hold themselves out to hire to the public generally on 
equal terms to all. 


Contract carriers are defined to be those which devote themselves 
principally to the movement of commodities by contract, and are 
engaged in port-to-port business ‘ 

Private carriers are those owned by private capital engagéd in 
the exclusive movement of their own commodities, be it manufactured 


or raw material. 

All classes of water carriers are entitled to the same treatment 
at the hands of the railroads in the establishment of joint- routes, 
rates and divisions. 

Ruinous competitive rates, without proper relation to cost of 
service, are undesirable in the public interest. Water carriers are 
entitled to participate with rail carriers in through routes and joint 
rates wherever each of them may secure a living revenue for its 
part of the service performed, and even though the rail service via 
the joint routes is substantially less than all rail service via a 
direct route. 

Water carriers participating in such through routes and joint 
rates are entitled to reasonable differentials. 

Rates and practices of water lines should be as nearly uniform 

as the varying character of the service will permit. 
_ Where all-water service is available and reasonably direct, water 
lines should not join with either rail or truck lines for the purpose 
of equalizing via the joint routes the rates in effect via the all- 
water routes. 


RAIL WAGE. STATISTICS 

Class I railroad employes in August were paid total com- 
pensation of $126,967,310 as compared with $121,027,027 in July, 
according to wage statistics compiled by the Bureau of Sta- 
tistics of the Commission from carrier reports. The August 
compensation was greater than in any month in the preceding 
twelve months, the lowest compensation in that period having 
been $106,838,999 in February, 1933. 

Class I railways excluding switching and terminal comapnies 
reported a total of 1,014,263 employes as of the middle of August, 
1933. This was an increase of 25,539 over the number reported 
by the same roads for July, 1933, or 2.58 per cent. 

The number of employes reported by these railways for 
August, 1933, was 3.43 per cent greater than for the same month 
of the preceding year. For July, 1933, the number of employes 
was 1.71 per cent less than for July, 1932, and for June, 1933, the 
number was 7.13 per cent less than for June, 1932. 

In connection with the number given as employed at middle 
of month, it may be noted that 1,129,001 employes were reported 
as having received some pay in the month either for full time 
or part time. This number js 14,848 larger than the correspond- 
ing total for July, 1933. 
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WAREHOUSING CODE HEARING 


The Trafic World Washington Bureau 


A hearing on the proposed code of fair competition for 
the merchandise warehousing trade was held October 27 before 
Assistant Deputy Administrator Kenneth Dameron, of the Na- 
tional Recovery Administration, at the Willard Hotel. 

The code was presented by Sidney A. Smith, president of 
the merchandise division of the American Warehousemen’s 
Association. He said the merchandise warehousing industry 
had enthusiastically supported the thought and spirit of the 
national recovery act. Almost immediately after the act was 
signed, he continued, his association created a committee known 
as the industry recovery committee to prepare the code. This 
committee consisted of Elmer Erickson, of Chicago, chairman; 
D. S. Adams, of Kansas City; Clem D. Johnson, of Roanoke, 
Va.; John P. Feuling, St. Paul, Minn.; B. F. Johnston, Los 
Angeles, Calif.; Gus Weatherred, of Dallas, Tex.; and David L. 
Tilly, of New York City. 

“The principles set forth in the code, so far as they refer 
to ethics or trade practices, are well established,” said Mr. 
Smith. “In our original code, filed on August 24, 1933, there 
was included a section covering industry expansion. After 
conferences with your staff on October 9 and 10, this section 
was deleted and does not appear in the draft of the code 
which was filed with you on October 14. 

“Since that time, the code has had full distribution to mer- 
chandise warehousemen all over the United States, and there 
has come to us in the few days which have elapsed an insistent 
demand from our trade that a section be added to the code 
which will provide for a showing of public convenience and 
necessity by anyone who proposes to create new warehousing 
facilities. 

“I now wish to present to you a provision to be included in 
our code of fair competition to be known as Article XII, this 
Article XII to read as follows: 


A certificate of public convenience and necessity shall be re- 
quired for the operation of any merchandise warehousing space other 
than that actually in operation or in course of construction on Octo- 
ber 27, 1933. The Code Authority shall receive and consider applica- 
tions therefor and shall issue such certificates, subject to the approval 
of the Administrator, when proof has been furnished that public con- 
venience and necessity require such additional space. 


Mr. Smith said that the executive committee of the mer- 
chandise division of the American Warehousemen’s Associa- 
tion consisted of the following: S. G. Spear, Boston, Mass.; 
E. V. Sullivan, Philadelphia, Pa.; Ray King, Syracuse, N. Y.; 
A. L. Gibson, San Francisco, Calif.; J. L. Fueling, St. Paul, 
Minn.; Roy Binyon, Fort Worth, Tex.; Theodore King, Chatta- 
nooga, Tenn.; F. M. Cole, Kansas City, Mo., and Mr. Smith. 


“This executive committee,” said Mr. Smith, “has given 
very careful attention and study to the provisions of the code 
as developed by the industry recovery committee, and has 
unanimously endorsed their work. In our opinion, the code 
will be of benefit to merchandise warehousemen both large 
and small, and no matter where located, and will enable them 
to do their part in the effectuation of the purposes of the act.” 

Elmer Erickson, chairman of the industry recovery com- 
mittee, after reviewing activities of his organization over a 
period of years to show that throughout its long history it 
had been doing things of a constructive nature that the interests 
of the merchandise warehousing trade and of the public it 
served had, from time to time, required, said that merchandise 
warehousemen served primarily as agents of manufacturers and 
other producers in maintaining stocks of their products in vari- 
ous markets throughout the country, and in making physical 
deliveries from those stocks to their customers. 


A (Public Utility 


“The modern merchandise warehouse is the extension of 
manufacturers’ own stock rooms and shipping departments into 
their various markets,” said he, adding that the facilities of 
merchandise warehousemen were part and parcel of the nation’s 
distribution system and that merchandise warehouses were dis- 
tinctly public service institutions, closely allied with other 
agencies handling merchandise in interstate commerce. 


Because of the varied services that the merchandise ware- 
housemen were called upon to render, said he, open to all and 
on like terms, and because merchandise warehousing was an 
integral part of the nation’s distribution system, the merchan- 
dise warehouse was, in fact, a public utility. Indeed, said he, 
in several states, such as California, Washington, Minnesota, 
and Indiana, merchandise warehouses were public utilities un- 
der the law, along with railroads, telephone, telegraph and other 
public utility agencies. In such states, he said, it was neces- 
sary for warehousemen to publish tariffs of their rates and 
charges and to file them with the public utility regulatory com- 
missions therein and in some cases, the rates and charges had 
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to be approved by the regulatory commission before becom- 
ing effective. 

“Because such regulation tends to stabilize trade conditions 
and enable manufacturers and other warehouse-users to de- 
termine accurately their costs of distribution, and further, be- 
cause under the philosophy of the national industrial recovery 
act, every line of business is considered to be effected with a 
public interest and should therefore be stabilized, we have in 
this proposed code provided for a sort of public utility super- 
vision of the merchandise warehousing trade,” said he. “This 
involves the formulation, publication and filing of tariffs of 
rates and charges, constructed in accord with approved account- 
ing procedure. We believe that the establishment of super- 
vision of this nature will tend to accomplish within the mer- 
chandise warehousing trade the purposes embodied in the Presi- 
dent’s program and will assure to employes in the trade the 
improved standards of labor that the national industrial re- 
covery act contemplates for them. It is our experience that 
in those states where public utility regulation now applies, 
higher wages are paid and more stable economic conditions 
prevail.” 

Mr. Erickson said in the warehousing trade wages paid 
to employes constituted the major variable item in costs of 
operation and that in effecting necessary economies it had been 
necessary to reduce salaries and wages. He said the ware- 
housing trade paid attractive wages which compared most 
favorably with those paid for similar classes of work in other 
trades and industries. Provisions in the code with respect to 
employe relations were designed to restore wages and salaries 
prevailing in more prosperous times, said he, adding that he 
believed this restoration possible only through the acceptance 
of the other provisions of the code, all of which were designed 
to remove those conditions the presence of which must inevit- 
ably prevent the effectuation of the President’s industry re- 
habilitation program so far as merchandise warehousing was 
concerned. 

“Standardization of trade practices; published tariffs, scien- 
tifically constructed and properly supervised; approved rules 
of conduct—these, we believe, are essential for the welfare of 
merchandise warehousemen themselves, of the workers they 
employ, and of the public they serve,” said he. 


Necessity for Certificates 


Discussing the proposed amendment dealing with the certifi- 
cate of public convenience and necessity, Mr. Erickson said 
in all cases of public utility regulation where rates and charges 
were supervised, the regulatory agencies controlled the ex- 
pansion of facilities. 

“We consider such control vital in the merchandise ware- 
housing trade,’ said he. “For the past several years large 
numbers of buildings have been abandoned by other trades and 
left vacant. Their owners or the receivers of the properties 
have turned to merchandise warehousing as a source of in- 
come. They have been satisfied to attempt to procure revenue 
sufficient to pay taxes and insurance, and the rates and charges 
that they have instituted for their warehousing service have 
had no regard for normal costs of warehouse operation. They 
have offered these noncompensatory rates and charges to cus- 
tomers of established warehousemen. The warehousemen have 
had to meet these unprofitable or below-cost rates or lose their 
customers and go out of business. The advent of these owners 
or receivers of vacant properties into the warehousing business 
has disrupted heretofore existing satisfactory arrangements be- 
tween warehousemen and their customers, and has demoralized 
the merchandise warehousing trade in all of the major dis- 
tributing centers of the country. This has resulted in rate 
levels below cost, in depletion of capital assets, in enforced 
reductions of salaries and wages paid to employes. We submit 
that the over-expansion of an industry in the manner and with 
the results described is economically unsound and contrary to 
the public interest. We believe that we are right in assuming 
that it is this sort of over-expansion that the President’s pro- 
gram, as expressed in the national industrial recovery act and 
in his public addresses, is designed to control. We firmly be- 
lieve that the means proposed in the code herewith submitted 
will effectively and fairly accomplish that control so far as 
merchandise warehousing is concerned. 

“In thus proposing a form of public utility supervision for 
the merchandise warehousing industry, calling for publishing 
and filing of rates, and for controlling industry expansion in 
accord with the need therefor, it is impossible for a monopoly 
to be created within the industry, nor for rates and charges to 
become oppressive to the public served. The merchandise ware- 
houseman is in competition with other industries and with his 
customers’ own facilities. If his charges become such as to 
prove too costly to his customers, they would establish their 
own facilities in their various markets or they would find other 
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agencies and means for having their distributing needs more 
economically taken care of. When the use of merchandise ware. 
houses ceases to be economical as compared with other methods 
of distribution, then merchandise warehousing will go the way 
of all other industries that have become obsolete. There can, 
therefore, be no danger that any provisions of this code tend 
toward monopoly.” 

Other representatives of the merchandise division of the 
American Warehousemen’s: Association, who spoke in support 
of the code, were: Mr. Johnson, of Roanoke, Va.; Mr. Cole, of 
Kansas City, Mo.; Mr. Weatherred, of Dallas, Tex.; Mr. Spear, 
of Boston, Mass., and Mr. Johnston, of Los Angeles, Calif. 

“The tariff provisions of our code are necessary to protect 
us from the chiseler who has taken advantage of our misfor- 
tunes of our overspaced condition,” said Mr. Spear. 

Speaking on the administration of the code, President Smith 
said that to make possible the effective administration of the 
code there had been provided a code authority consisting of 
twelve members of the trade, and at the discretion of the 
Administrator not more than three others to represent the 
Administrator for such group or interests as might be agreed 
upon by the trade. With the code authority, he said, rested the 
responsibility of preparing rules and regulations, of providing 
personnel, of securing such reports and information as it might 
require, of providing for necessary funds and, in fact, do all of 
those things which the trade must do to make this code of 
fair competition produce the results for which it was designed. 

Complexities Seen 

C. S. Reynolds, of Tacoma, Wash., representing several cor- 
porations in the Pacific northwest operating warehouses and 
conducting in conjunction with them certain trucking operations, 
proposed that the code be expanded to cover all warehousing 
and that all trucking be put under another code. 

“It is my understanding,” said he, ‘‘that the administration 
is desirous of simplifying this code situation as much as pos- 
sible and not of adding complexities to the already difficult 
position of most of us. If this is true, this code does not tend 
toward that end. I submit that the vast majority of ware- 
houses in this country are not merchandise warehouses. They 
are warehouses in which the proprietor stores whatever he 
can get to store, whether it be merchandise, household goods, 
foodstuffs, or only trunks full of cast-off clothing, and in con- 
junction with them the same owner operates trucks which carry 
whatever he can get to carry. It is only in the great centers 
of population that the merchandise warehousing business is 
generally conducted separately from other types of ware 
housing. . . 

“In the face of this situation we find here in Washington 
this code covering merchandise warehousing only; we find an- 
other code, under a different branch of the NRA, in preparation 
covering household goods, warehousing and trucking and, under 
a still different division a code covering all trucking, which is 
likely to be split into several codes if the household goods code 
is allowed to go through as it stands. 

“Now, assuming that I am correct in saying that my own 
operation is typical, and it is like most of those I know about, 
the average operator is going to be confronted with so many 
codes that his problem is made more intricate rather than 
simpler and the task of administering and enforcing codes be- 
comes hopeless. -To split the warehousing up with some 
of it under one code, which includes some of the trucking, some 
of it under another which does not, and in addition to split the 
rest of the trucking up among several codes is merely making 
a tough problem more complex and more nearly possible to 
administer and enforce.” 

R. C. Fulbright, appearing for the American Ports Cotton 
Compress and Warehouse Association and the Southern Ports 
Compress and Warehouse Association, urged adoption of an 
amendment excepting from the code cotton compresses and 
warehouses south of the Ohio and Potomac rivers and on and 
west of the Mississippi River. His point was that storage of 
cotton and compress services were so intermingled in the south 
that that industry should be dealt with under a separate code 
as it was proposed to be done. 

John T. Money, representing the national merchandising 
committee of cotton compress and warehouse companies and 
the Southwest Compress and Warehouse Association, supported 
the position taken by Mr. Fulbright. 

Attack on the proposed code of fair competition for the 
merchandise warehousing trade came from two N. R. A. advisory 
boards. 

S. F. Heinritz, representative of the consumers’ advisory 
board, reported “strong objection” of the board to the proposed 
article XII of the code dealing with certificates of convenience 
and necessity for future expansion of warehousing space. He 
also asked the industry to substitute “individual” instead of 
“average” cost as a rate basis. 
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“The proposed certificate of public convenience and neces- 
sity,” he said, “is designed in part to prevent the utilization of 
existing facilities suitable for warehousing services, although not 
originally intended for that purpose. This seems a legitimate 
utilization and a commendable example of personal initiative 
and enterprise. 

“While it is admitted that this may set up increased diffi- 
culties for the warehousing industry at the moment, at the same 
time it tends to relieve burdensome conditions in other trades 
through conservation of their capital investment, a privilege 
which should not be denied to those trades. 


“It seems to us that it would be better to control the situa- 
tion by a strict enforcement of the provisions of this code as 
applying to these additional units, rather than by attempting to 
legislate them out of business. This appears to be even more 
desirable when it is realized that a considerable number of these 
units may be reasonably expected to revert to their original pur- 
poses aS industrial conditions generally improve. The C. A. B. 
strongly disapproves of any action tending to a permanent 
restriction of competition and wishes to go on record as oppos- 
ing this articles.” 

John J. McPeak, representative of the labor advisory board, 
also protested the code, in regard to its labor and hours provi- 
sions, which he claimed were inadequate. 

He asked for a minimum wage of 50 cents an hour in large 
cities and 45 cents an hour in smaller cities, and a maximum 
work week of 40 hours and a five-day week. He complimented 
the industry on its progressive step in reducing the hours of 
watchmen to 54 a week. 

While the 45-hour week would have “looked good back in 
1928 and 1929 when a lot of us were on a 60-hour week,” Mr. 
McPeak said, “‘we will have to do better than that if the Presi- 
dent’s recovery program is going to mean anything to the 11,- 
000,000 men still out of work.” 

Edward A. Peirce, of New Bedford, Mass., offered an amend- 
ment to the code as follows: 


To offer directly or indirectly or by implication to buy any com- 
modity or to threaten not to buy if storage is not given any particular 
warehouse is an unfair trade practice, and that the suggestion by a 
mill buyer that cotton be stored in a warehouse in which they have 
an interest or which they control is to be regarded as an implication 
that business with the mill will be affected if the request to store 
is not granted. 


Mr. Peirce said that practically all of the cotton formerly 
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shipped via Boston now entered New Bedford, making that port 
the chief cotton distributing point for all New England. 

S. E. Blackiston, vice-president of Bush Terminal, approved 
the code, and especially the proposed article setting up cer- 
tificates of convenience and necessity for future warehouse ex- 
pansion. 

“Many of the ills of the industry,” he said, “are due to the 
ruthless competition and chiseling this article would tend to 
dispose. It is our opinion that the financial difficulties of the 
Bush Terminal are due in part to these factors.” 

Paul Maloney Jr., of New Orleans, president of the New 
Orleans Merchandise Warehousemen’s Association, offered an 
amendment stating that “The Code Authority agrees to recog- 
nize the right of warehousemen filing tariffs under this code to 
equalize insurance and competitive conditions as are made neces- 
sary for a retention of competitive conditions in the business.” 

In this regard, Assistant Administrator Dameron asked Mr. 
Blackistone’s opinion on such a move. The latter replied that 
‘if I understand the amendment” he would not be in favor of it. 
He said that the amendment involved a question of weighing 
the advantages and disadvantages of every individual warehouse. 
He said that he favored an average locality cost. 

J. V. Lawrence, speaking for E. S, Brashears, attorney for 
the American Trucking Associations, asked for an amendment 
to the definitions excluding “vehicles transporting property over 
publicly used roadways.” 

Recalling Mr. Smith to the stand, Assistant Deputy Admin- 
istrator Dameron asked his opinion as to putting port terminal 
warehouses under a proposed marine terminal code. Mr. Smith 
said that he could see no valid necessity for such a move, He 
thought that the interests of the port terminal warehouses could 
be cared for by separate tariff arrangement under the present 
code. 

The code provides for a basic 45-hour work week and an 
8-hour day. Excepted employes include managers getting more 
than $35 weekly, emergency employes, who will get time and a 
half for overtime work, and watchmen, who are limited to 54 
hours. 

The hourly rates for warehouse laborers were established 
on a sliding scale ranging from 27% cents an hour in towns 
under 50,000 to 32% cents an hour in large cities in the south, 
and from 35 cents an hour in towns under 50,000 to 40 cents an 
hour in large cities in the north. Office workers were given a 
minimum scale, based on population, ranging from $13 in small 
southern cities to $15 in large northern centers. 





The Open Forum 


A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men 


(No anonymous communications will be published and writers must identify themselves.) 





ELIMINATION OF WASTE 
Editor The Traffic World: 


I have been a student of transportation costs and practices 
for several years and it is my opinion that railroads can trans- 
port freight for less money than truck lines, if they can elim- 
inate waste. 

_ It is also my opinion that they can eliminate a great deal, 
if not all, waste. I have read with interest the many letters 
written in The Traffic World and find that there are men out- 
side the railroads who seem to see the situation more clearly 
than those actually on the inside. 

: So it appeals to me that we cannot see the forest for the 
rees, 

Being a railroad man myself, I have made a great many 
experiments, in a small way, and I find that we can eliminate 
much waste—that some day we are going to wake up and won- 
der why we have been almost deliberately blind, so long. Don’t 
think I am belittling the efforts of students and experts, but 
I do think that, while we are busy looking for big things, the 
Small ones, that, multiplied thousands of times, make the 
big losses, are being overlooked. They are so simple that they 
are not worth while. 


If I were to give figures showing what the results of my 
experiments have been, they would look so preposterous that 
you would not believe them, yet I am going to make another 
that I believe will easily put the former figures in the shade. 

It is my ambition to prove that transportation costs—due 





to waste and losses—can be reduced 50 per cent each year 
until they will almost entirely have disappeared. 

I believe there is a definite method of procedure to get 
these results. To date I have done better than that—of course 
with the assistance of my coworkers. 

Tampa, Fla., Oct. 23, 1933. 


TRUCKING OF IRON AND STEEL 


Editor The Traffic World: 

We have read the article published on page 706, Traffic 
World, October 21, under the heading, “Truckers Protest to 
NRA,” and wish to take exception to the statements credited 
to Ted V. Rodgers, president of the American Trucking Asso- 
ciation, Inc., with respect to trucking of iron and steel prod- 
ucts under the code of fair competition of the iron and steel 
industry. Mr. Rodgers says: 


J. E. Gridley. 


Where the receiver of a rail shipment pays the rail freight, he 
is permitted to deduct this from the delivered price. ‘Where the 
same receiver trucks the steel product, the institute, under the steel 
code, would and does grant only 65 per cent of the rail rate. In 
other words, the price of steel is higher to any consignee who 
elects to use motor truck transport. 


This is not a full, complete or correct statement of the 
facts. 

We quote Commercial Resolution No. 8, of the American 
Iron and Steel Institute, as it applies to trucking under the 
code: 
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In any case in which any purchaser shall require that any 
product purchased by him from a member of the code be delivered 
from the plant of such member by truck, and such truck is pro- 
vided, directly or indirectly, by such purchaser and for his account, 
such member of the code may allow a reduction in the delivered 
price for such product otherwise chargeable under Section 4 of 
Schedule E of the code equal to 65 per cent of the carload all-rail 
published tariff freight charges from the plant of such member of 
the code from which such product was shipped to the place of 
delivery of such product by truck to such purchaser. 


Under the code all steel prices are delivered prices and 
the seller is entirely responsible for making delivery to buyer’s 
place of delivery, as well as assuming all the freight or truck- 
ing charges involved in making delivery. 

If buyer elects to have his shipments forwarded by rail 
the seller either prepays the freight or deducts the freight 
charges from the invoice. 

If buyer elects to have his shipments trucked, all that it 
is necessary for him to do is to specify that he wishes his 
material forwarded by truck. The seller will, of course, re- 
spect his buyer’s wishes, but, in making delivery, will either 
use his own truck or hire the truck, and prepay the charges. 

It is only where a customer insists on sending his own 
truck, or a truck that he hires, that the code will only permit 
the seller to allow on invoice 65 per cent of the carload rail rate. 

As the seller pays the freight or trucking charges involved 
in making the delivery, the code permits him the privilege 
of taking advantage of the saving in trucking, if any. 

As it is a code of fair competition, you can readily see that 
Resolution No. 8 was designed to place all sellers on the same 
basis. 

If seller were to allow on invoice the rail rate of freight 
from point of shipment to point of delivery, and permit buyer 
to send his truck or hire a truck at less than the rail rate of 
freight, it would give a decided advantage to the seller nearest 
the buyer’s place of delivery because of the low trucking rates 
for short hauls, whereas on long hauls the trucking rates would 
be equal or higher than the rail rates. Therefore, no advantage 
in freight saving in having the steel trucked from plants at 
any great distance. 

The only thing necessary for the trucker to do is to change 
his practice of solicitation. Solicit the man who pays the 
freight. When he does, we believe that he will come to realize 
that Resolution No. 8 of the steel code is not to his disad- 
vantage. . 

Sharon Steel Hoop Company, 
C. F. McBride, Traffic Manager. 

Sharon, Pa., Oct. 25, 1933. ; 


CRITICISM OF ADMINISTRATION 


Editor The Traffic World: 

The writer has enjoyed reading your recent vigorous edi- 
torials on the inconsistencies of the present administration in 
dealing with the railroads and industry. 

The majority of us are inclined to be rather meek and 
reluctant to question the wisdom of the acts of men whom we 
have elected to prominent and responsible positions. We look 
on such action as disloyal. 

Gilbert K. Chesterton, the English writer, has been credited 
with the statement that one of the most effective ways for a 
man to show his loyalty to his government is to criticize it. 
With that I heartily agree. Such a citizen may not always be 
right; however, by constructive criticism, he demonstrates that 
he has the welfare of his fellow citizens at heart. 

More power to you in your efforts to render a service. 

Wm. H. Markle, Traffic Manager, 
Diamond Crystal Salt Co. 
St. Clair, Mich., Oct. 25, 1933. 


RAILROAD EARNINGS 


Class I railroads of the United States for the first nine 
months of 1933 had a net railway operating income of $340,973,- 
877, which was at the annual rate of return of 1.78 per cent on 
their property investment, according to reports filed by the 
carriers with the Bureau of Railway Economics. In the first 
nine months of 1932, their net railway operating income was 
$197,832,444 or 1.03 per cent on their property investment. Con- 
tinuing, the bureau says: 

{ 


Property investment is the value of road and equipment as shown . 


by the books of the railways, including materials, supplies and cash. 
The net railway operating income is what-is left after the payment 
of operating expenses, taxes and equipment rentals but before inter- 
est and other fixed charges are paid. 

This compilation as to earnings for the first nine months of 1933 
is based on reports from 149 Class I railroads representing a total of 
240,962 miles. 

Gross operating revenues for the first nine months of 1933 totaled 
$2,298,099,370, compared with $2,337,623,354 for the same period in 
1932, a decrease of 1.7 per cent. Operating expenses for the first nine 
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months of 1933 amounted to $1,665,718,465 compared with $1,831,750,29 
for the same period in 1932, a decrease of 9.1 per cent. | 

Class I railroads in the first nine months of 1933 paid $200,153, 615 
in taxes compared with $216,944,448 for the same period in 1932, a de. 
crease of 7.7 per cent. For the month of September alone, the tax 
bill of the Class I railroads amounted to $21,746,668, a decrease of 
$1,501,750 under September, 1932. 

Thirty-four Class I railroads failed to earn expenses and taxes jn 
the first nine months of 1933, of which eight were in the Eastern, 
seven in the Southern and nineteen in the Western district. 

Class I railroads for the month of September alone had a net rail. 
way operating income of $60,936,370, which, for that month, was at 
the annual rate of return of 1.98 per cent on their property invest- 
ment. In September, 1932, their net railway operating income was 
$48,947,045, or 1.59 per cent. Gross operating revenues for the month 
of September amounted to $292,147,176, compared with $269,532,67) 
in September, 1932, an increase of 8.4 per cent. Operating expenses jn 
September totaled $199,416,148 compared with $187,404,992 in the same 
month in 1932, an increase of 6.4 per cent. 


Eastern District 


Class I railroads in the Eastern district for the first nine months 
of 1933 had a net railway operating income of $212,260,056 which was 
at the annual rate of return of 2.31 per cent on their property in- 
vestment. For the same period in 1932, their net railway operating 
income was $144,655,319 or 1.58 per cent on their property_investment, 
Gross operating revenues of the Class I railroads in the Eastern dis- 
trict for the first nine months of 1933 totaled $1,181,846,436, a decrease 
of 1.2 per cent below the corresponding period in 1932, while operating 
expenses totaled $824,250,895, a decrease of 8.4 per cent under the 
same period in 1932. : 

Class I railroads in the Eastern district for the month of Septem- 
ber had a net railway operating income of $33,827,864 compared with 
$24,992,855 in September, 1932. 

Southern District 


Class I railroads in the Southern district for the first nine months 
of 1933 had a net railway operating income of $43,595,061, which was 
at the annual rate of return of 1.81 per cent on their property invest- 
ment. For the same period in 1932, their net railway operating in- 
come amounted to $11,230,570, which was at the annual rate of return 
of 0.46 per cent on their property investment. Gross operating reve- 
nues of the Class I railroads in the Southern district for the first 
nine months of 1933 amounted to $290,963,488, an increase of 2.8 per 
cent above the same period in 1932, while operating expenses totaled 
$216,950,280, a decrease of 9.4 per cent. ' : 

Class I railroads in the Southern district for the month of Sep- 
tember had a net railway operating income of $4,909,740, compared 
with $4,176,451 in September, 1932. 

Western District 


Class I railroads in the Western district for the first nine months 
of 1933 had a net railway operating income of $85,118,760, which was 
at the annual rate of return of 1.12 per cent on their property in- 
vestment. For the same nine months of 1932, the railroads in that dis- 
trict had a net railway operating income of $41,946,555, which was at 
the annual rate of return of 0.55 per cent on their property investment. 
Gross operating revenues of the Class I railroads in the Western dis- 
trict in the first nine months’ period in 1933 amounted to $825,289, 446, 
a decrease of 3.9 per cent under the same period in 1932, while op- 
erating expenses totaled $624,517,290, a decrease of 9.8 per cent com- 
pared with the same period in 1932. y . 

For the month of September alone, the Class I railroads in the 
Western district reported a net railway operating income of $22,198,- 
766. The same roads in September, 1932, had a net railway operating 
income of $19,777,739. 


Class | Railroads—United States 
Month of September 
Per cent 
increase 
or decrease 
8.4 In. 
6.4 In. 
6.4 De. 
24.5 In. 


1933 1932 
$292,147,176 $269,532,670 
199,416,148 187,404,992 
21,746,668 23,248,418 
60,936,370 48,947,045 
68.26 69.53 


1.98% 1.59% 
Nine months ended September 30 


Total operating revenues 

Total operating expenses 

Taxes 

Net railway operating income... 

Operating ratio—per cent 

Rate of return on property 
investment 


Per cent 

increase 

1932 or.decrease 
$2,337,623,354 1.7 De. 
1,831,750,281 9.1 De. 
216,944,448 .7 De. 
197,832,444 72.4 In. 

78.36 


Total operating revenues.... $2,298,099,370 
Total operating expenses.... 1,665,718,465 
Taxes 200,153,616 
Net railway operating income 340,973,877 
Operating ratio—per cent 72.48 
Rate of return on property .t8% 
. 70 


investment 1.03% 


RAIL INCOME STATISTICS 


Class I steam railroads in August had an aggregate net 
income of $17,081,362 as against a deficit in net income 1 
August last year of $14,798,693, according to the monthly state 
ment on selected income and balance-sheet items of Class I 
railroads prepared by the Bureau of Statistics of the Commission 
from carrier reports. For the eight months ended with August 
the roads had a deficit in net income of $56,073,046 as against a 
deficit of $170,920,933 in the corresponding period of 1932. “Net 
income” is the figure obtained after deductions for interest, rent 
for leased roads and “other deductions” have been made from 
“total income,” which is made up of net railway operating income 
and other income. 


The abstracts of tariff filings, rejections, suspet- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their traffic files are up-to-date. 
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Questions and Answers 


this column will be answered questions of both legal and practical 
N this g 


nature that cenfront persons dealing with traffic. A 
cute commnense Tite, Sie to 0 semies 6 ons Sal Gap, 
his opinion in answer to an: —_ question relating to the law 
transportation of freight. traffic 
edge will answer ques tii 
desire to take the place of the 
The right is reserved to refuse to answer in column any question, 
to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein cont lated. If a 
more comprehensive answer to a question is ired is t proper fer 
this column, the will answer it by letter for a reasonable charge. 
Ne attention will be paid te anonymous communications or questions 


8 
venti Address Questions and Answers eo 
Trafic Service Corporation, Mills Building, Washington, D. C. 


on inter- 
will give 


legal or traffic, that it may ap 





Cars—Distinction Between Automobile Cars and Box Cars in 
Connection with Tariff Rule Excluding Articles Too Long 
to Be Loaded Through Side Door of Box Car 


lowa.—Question: Can you advise whether or not the Com- 
mission has rendered a decision as to what type of car consti- 
tutes a box car? This question arises in the interpretation 
of Item 418-K of Agent Boyd’s freight tariff No. 230, I. C. C. 
A2202, applying on “All Freight,” subject to Column 70, Column 
55 or Column 42 rating, depending on the minimum weight 
under consideration. 


Please refer to Note 1 of the above item, which reads as 
follows: 


Ratings named herein will not apply on the following articles— 
articles too long to load through side door of 40 ft. box car. 


Agent G. P. Conard’s Official Railway Equipment Register 
lists automobile cars as “Box Automobile” cars. If automobile 
cars are considered as box cars, would it not be proper to 
use 40 ft. automobile cars with doors 10 ft. wide, rather than 
the common box car of 6 ft. opening at the side door? 


I would appreciate your views as to whether the restric- 
tion in the above item would eliminate the automobile type 
of box car from consideration of “Articles too long to load 
through side door of 40 ft. box car.” 


Answer: In our opinion, Note 1 of the tariff rule in ques- 
tion in excluding articles too long to be loaded through the 
side door of a 40 ft. box car, has reference to the ordinary 
box car, as such, and not to some special type, which argu- 
mentatively might be classed as a box car. We think we are 
precluded from raising the question of fact as to whether an 
automobile car is or is not a box car. Conard’s Equipment 
Register contains two classes of information, one class being 
for general information only, the other for tariff purposes and 
covered by an Interstate Commerce Commission number and 
filed with the Commission in the same manner as any other 
tariff. We note Conard’s I. C. C. R. E. R. 240, effective July 
31, 1933, lists “Box Cars” and “Automobile Cars” under sep- 
arate headings for such Iowa railroads as the C. B. & Q., C. G. 
W., C. M. St. P. & P., C. R. I. & P., Great Northern, Ill. Central 
and C. & N. W., while the M. & St. L. lists “Box Automobile 
cars” and “Box Cars” separately. The general rule seems to 
be to separate “Box” cars from “Automobile” cars, though there 
are some exceptions to this rule, some roads classing them as 
“Box, automobile” cars. 

On page 1 of the Equipment Register is found the following 
application: 


_ To comply with the order of the Interstate Commerce Commis- 
sion dated January 9, 1912, and confirm references in classifications 
and tariffs of rates, this publication applies in connection with the 
tariffs making reference thereto in the following particulars: 

Each physical characteristic of the car used which affects or 
determines the amount of the charge to shipper or consignee, 
viz.: * * * * * Under ‘Markings and Kind of Cars,’’ ownership 
marks, class and type of car (““M. C. B. Designation” indicating 
physical characteristics in detail) etc. 


On page 508, for example, automobile cars of the C. & N. W. 
are shown separately from box cars, and the M. C. B. designa- 
tion is shown to be XA. On page 1034 all cars falling in the X 
classes are called “Box car type,” and XA is ealled “Automobile. 
Similar in design to general service box car, but with excep- 
tionally large side or side and end doors.” We believe, in 
this instance, the tariff sets up a clear distinction between a 
box car, as the term is used in its ordinary sense, and an auto- 
mobile car. Also where the tariff classes the car as a box 
— car, it makes separate classification of the equip- 


In explaining the different classes of cars that come under 
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the general M. C. B. designation X, the Equipment Register, 
page 1034, shows that furniture cars, tank boxes, automobile- 
furniture cars, are all of the box car type, ‘but all have dis- 
tinguishing characteristics from the ordinary box car. The 
latter class falls under class XM, which is explained as “Box. 
A house car used for general service and especially for lading 
requiring protection from the weather. Equipped with side or 
side and end doors.” In view of the refinement of the classi- 
fication of cars of the box car type by this tariff, we do not think 
we can overlook its terms and say that the term as used in 
Boyd’s I. C. C. A-2202 contemplates all cars of the box car 
type, but is limited to the specific classification XM covering 
the ordinary box car. 


Tariff Interpretation—Application of Intermediate Rule Via Two 
or More Lines of Same Railroad 


Georgia.—Question: We will appreciate your advising, 
whether or not in your opinion, rates published in Item 2165, 
page 188 of Agent Speiden’s I. C. C.-798, from rate basis “B” 
and “D” may be applied to shipments for Albany, Georgia, as 
intermediate point of destination, as provided in Item 35 of the 
tariff as amended, when for Atlantic Coast Line Railroad de- 
livery. This item is now subject to Item 35 to the same extent 
it was formerly subject to Rule 77. 

The A. C. L. has two routes Waycross to Montgomery, the 
direct line through Valdosta, Quitman and Thomasville, Georgia, 
also a longer line through Tifton, Albany and Thomasville, the 
difference in the two routes being 66.1 miles. 

Inasmuch as the tariff contains no provision whatever re- 
stricting application of Item 35 to main line movements only, 
it is our contention that rates in question may be applied at 
intermediate points on the longer route. Also that the Supreme 
Court decision in the Delmar case is not applicable to the 
instant case. 


Answer: Item 2165, Speiden’s I. C. C. 798 (Cottrell Series), 
publishes commodity rates on knitting factory products from 
Baltimore, Maryland, and New York, N. Y., to Helena, Arkansas, 
and Memphis, Tennessee, in connection with the Atlantic Coast 
Line Railroad through either the Virginia gateways or Charles- 
ton, S. C., to Montgomery, Ala., and connections beyond. No 
specific statement is made that the rates will apply only via 
the shortest route of the A. C. L. between Waycross, Georgia, 
and Montgomery, Ala. The extra haul of 66 miles through 
Albany would hardly be counted in such a long haul as that 
involved from the north Atlantic port cities to the Mississippi 
River and, inasmuch as specific routing is provided through 
Waycross and Montgomery, it can scarcely be contended that 
to apply the rate through Albany would involve unreasonably 
circuitous routing. Under the intermediate rule, Item 35, there- 
fore, the Mississippi River commodity rate would seem to be 
applicable at Albany on shipments from Baltimore to New York. 

However, if there is a rate on knitting factory products 
from any point of origin between Waycross and Thomasville 
to the Mississippi River cities mentioned and applicable via the 
same route as rates shown in Item 2165, that is higher than 
the rate from Baltimore to Helena, for example, so that to 
route a shipment through Waycross, Albany and Thomasville 
would produce a violation of the long-and-short-haul rule of the 
fourth section of the Interstate Commerce Act, then the Balti- 
more-Helena rate would not apply from Baltimore to Albany, 
under the principle of the Delmar case, unless the carriers 
have fourth-section relief via the line of the A. C, L. through 
Albany. If the carriers have fourth section relief via that 
route, the principle of the Delmar case does not apply, for 
such routing would not result in a fourth section violation. In 
view of the fact that the A. C. L. does not restrict routing to 
its shortest line between Waycross and Montgomery, and the 
extra distance through Albany is quite negligible, we think 
the rate presumptively applies through Albany, because the 
fourth section relief of the Atlantic Coast Line in connection 
with these through rates also presumptively covers the line 
through Albany as well as the line through Valdosta. The 
tariff should be restricted in clear and specific terms, failing 
which the presumption is against the carrier, and the burden 
on it, we think, to show that its fourth-section relief applicable 
to the Valdosta route is not also applicable via the Albany 
route. We would assume the position that the rate does apply 
through Albany and therefore, under the intermediate rule, to 
Albany. 


Tariff Interpretation—Combination Rates—Some of the Tariffs 
Refer to Rule for Constructing Combination Rates—Others 
Do Not 
INinois—Question: Please refer to page 1258, December 
24, 1932, issue of the Traffic World, captioned, “Tariff Inter- 
pretation—Combination Rule.” 
We have an inquiry on which we desire your opinion: 
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Movement of feeder cattle McNary, Ariz., to Pleasant Plains, 
Ill., Oct. 17, 1930, routed Apache Railway, A. T. & S. F.-C. L., 
A. T. & S. F.-Kan, City-C. & A.-Ashland-B. & O. Apache Rail- 
way Tariff 1-T, I. C. C. No. 12 authorized application of Jones 
228, Agent Toll’s Tariff 36-B, I. C. C. 1223 makes no reference 
to Jones 228. C. & A. Tariff 1850-E, I. C. C. A-1879 (applying 
Kansas City to destination) also provided for. application of 


Jones 228. Charges assessed were based as follows: 
MeNary, Ariz., to Homrook, Arif.cccccccccecsccccccee $48.00 per car 
SEOIWNOON, MFIs, 16 RANORS CHY.....cccccvcececcseces -..-- 150.50 per car 


Be STC Gy CIS 6.6.6. 5.0 0:606:5:616:5:0.5.8004050006% .23 per cwt. 


Based on decisions rendered in the Sligo case we believe 
the charges on these shipments (six cars) should be based as 
follows: 

Reduced to 
pecmary, Ariz., to TIGIWPOG, ATIS. oo cccccsiccccses $ 48.00 38.50 





Holbrook, Ariz., to Kansas City........s++ss++eee 150.50 132.50 
mansas City tO Piessant FIAin’.:....cccsccvcscves 50.50 40.50 
NEE: Sinipin a sp aie 410 ebro wide aan win ne ae ee 45-05 18.00 
, o 5 Kc tenkewnsie sede eaadeeess $229.50 


Answer: We agree with your check of these rates in ac- 
cordance with the principles decided by the Commission in the 
Sligo Iron Stores Company case, and succeeding cases. In T. B. 
McGahey vs. Southern Ry., 152 I. C. C. 589, the Commission 
said: 


In Sligo Iron Store Company vs. W. M. Ry. Co., 62 I. C. C. 643, 
and numerous other cases, we found that where one of the tariffs used 
in making combination rates on through shipments referred to the 
combination rule, there was a holding out of the shipper of a manner 
of constructing combination rates which the carrier publishing the 
tariff must protect. We also found that where one factor of the 
combination was restricted, as in the instant case, by a statement 
that the combination rule was not applicable, the effect of such re- 
striction was tantamount to the absence of a rule; that reference to 
the combinattion rule in the tariff publishing the other factor made 
the rule applicable to each factor of the combination; and that the 
applicable rate was the sum of the rates treated in accordance 
with the rule. 


In Wheelock vs. Walsh Fire Clay Products Co., 60 Fed. 
(2d) 415, however, the Court held that inasmuch as the shipper 
is charged with full knowledge of the terms of the tariffs of 
all the carriers, and the carrier publishing reference to the 
combination rule had no control over the rates of connecting 
lines, the combination rule could not lawfully be applied, except 
in those cases where all tariffs containing rate factors used in 
the combination were subject to the rule. 


Not until a case finally reaches the Supreme Court of the 
United States will the question be definitely settled. In the 
meantime, we understand, carriers are generally applying the 
full combination of locals. 


Bills of Lading Act—Application of 


Texas.—Question: Does the Bills of Lading Act govern 
bills of lading issued by a steamship agent covering export 
shipments moving from a port in this country to a port in a 
foreign country, no rail haul being involved in any way, the 
movement being strictly a port-to-port movement? 


Answer: The first section of the Bills of Lading Act pro- 
vides: 


That bills of lading issued by any common carrier for the trans- 
portation of goods in any territory of the United States, or the 
District of Columbia, or from a place in a state to a place in a 
foreign country, or from a place in one state to a place in another 
state, or from a place in one state to a place in the same state 
— another state or foreign country, shall be governed by this 
act. 


A movement by rail preceding a movement by steamship is 
not, in accordance with the above, a condition precedent to the 
application of the Bills of Lading Act to a movement from a 
port in the United States to a port in a foreign country. 


Rates—Application of—Loaded Car Transported in Error as 
Empty 


Oklahoma.—Question: We had 4,164 gallons of gasoline at 
Greenfield, Ill., which, on account of gum forming in the gas- 
oline, had become unsalable, and our representative at Green- 
field, Ill., took it upon himself to load this unsalable gasoline 
into a tank car he had just unloaded into other storage, and 
shipped the unsalable gasoline back to us at A, Oklahoma, 
without the knowledge of the writer. At that time we were 
diverting a number of empty tanks to other points for loading. 
At this particular time we needed a car of the size recently 
shipped to Greenfield, Ill., which car had been loaded with the 
unsalable material and shipped to us at A, Oklahoma. This 
fact the writer did not know, so we placed a diversion with 
the railroad, reading as follows: “IOCX car 25, an empty tank 
car out of Greenfield, Ill., July 25, 1933, billed to the X Oil Co., 
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A, Oklahoma, routed C. B. & Q.-K. C.-Santa Fe, please divert 
to Y Co., B, Texas, routing from K. C.-M. K. T.-Ft. Worth-T. & P.” 

Against the fact that our diversion request stated that this 
was an empty tank car, and also even though IOCX car 25 was 
moving on revenue billing, the C. B. & Q. Ry. Co. diverted the 
loaded car to B, Texas, routing as above. We, of course, paid 
the freight at B, Texas, plus diversion charges, but we con. 
template filing claim for the difference in the freight Green. 
field to B, Texas, plus the diversion, and what we would have 
paid had the car come to A, Oklahoma, loaded. 

Now, when the car arrived at B, Texas, the Y Company 
could not give us credit for the contents of the car, as it was 
not such a product as they could use: However, if the contents 
of the car had come to our plant, we could have rerun it and 
salvaged at least 75 per cent of the material shipped from 
Greenfield, Ill. 

Do you not think it proper that we file our claim for the 
difference in freight as stated above, also for the loss of the 
contents account of the error on the part of the C. B. & Q. in 
diverting a loaded car, when they were requested to divert an 


empty? 

Your advice and any decision on a parallel case would be 
appreciated. 

Answer: With respect to this question, see the decision 


of the Commission in Manufacturers’ Association of Chicago 
Heights vs. Chicago Heights Terminal & Transfer R. R. Co.,, 
120 I. C. C. 357. In this case the Commission held that the 
defendant’s failure to ascertain whether a car tendered to them 
by complainant was empty or not resulted in the assessment 
of charges which were unreasonable, unjustly discriminatory 
and unjustly prejudicial. 

In the instant case the only factor in your favor, in view 
of the decision in the above cited case, is that the car was 
moving on revenue billing. Whether this fact would outweigh 
your reconsigning instructions, which stated that the car was 
empty, is doubtful. We are inclined to the opinion that the 
Commission would hold that there was no negligence on the 
part of the carrier in following your diversion instructions. 

See, also, in this connection, the decision in Morris & Co. vs. 
M. K. & T. Ry. Co., 49 I. C. C. 101. 


Rates—Application of—Articles Included as an Accessory to 
Another Commodity 


Pennsylvania.—Question: In producing and marketing a 
certain commodity listed in Consolidated Freight Classification 
No. 7, a certain commodity is included in each shipment some- 
what similar to including roofing nails and roofing cement in 
each roll of roofing paper. It develops that the carload mini- 
mum weight on the item included with the shipment is 4,000 
pounds greater than is the carload minimum weight for the 
commodity with which this article is shipped. 

It is our contention that since this small item is included 
in the price of the whole article, we should be permitted to 
bill the entire shipment at the classification name and Car- 
load minimum weight applicable to the commodity with which 
we are shipping the accessory. 

The Inspection Bureau and the Freight Association having 
jurisdiction over the shipping point have disapproved our pro- 
posal to do so and we are endeavoring to determine whether 
or not at any time, any regulatory body, including the Inter- 
state Commerce Commission, has ruled on this subject. 

Answer: It seems apparent from the Commission’s de- 
cision in Standard Roofing Co. vs. M. K. & T. Ry. Co., 44 I. C. C. 
358, that in the absence of a provision in the Classificafion for 
the inclusion of the article in question in each shipment of 
the other article, the rating on the latter cannot be applied on 
the former. 

In the case above cited the Commission awarded reparation 
to the basis of a subsequently established rate under which 
the inclusion of roofing nails and cement with paper roofing 
and building paper was permitted, the rate applied on the 
shipments not providing for the inclusion of the nails and 
cement with the paper. 

The Commission’s finding was an order for reparation and 
not one for a refund of an overcharge, which latter finding 
would have been made had the Commission considered that 
the nails and cement might be included in the shipment of the 
paper. 


NEW JERSEY TRAFFIC LEAGUE 


In regular session October 26 at Newark, N. J., the New 
Jersey Industrial Traffic League adopted a resolution disap- 
proving the action of the trunk line railroads in refusing to 
handle less carload traffic at the Union Inland Terminal on 
Manhattan Island destined to the Panama Pacific Steamship 
Company and the Grace Line, intercoastal carriers, as detri- 
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November 4, 1933 


mental to the interests of shippers in New Jersey and the 
interior. The railroads say that to permit this practice would 
violate their contract with the Port of New York Authority for 
the use of the terminal, but it was stated at the meeting that 
there was no restriction on freight destined to the terminal for 
transfer to the steamship companies. 

The nominating committee, Eric E. Ebert, chairman, pre- 
sented the following ticket of officers for the election at the 
annual meeting in the Alexander Hamilton Hotel, Paterson, 
November 23: Arthur N. Granzen, president; William W. Pierce, 
vice president; Charles J. Fagg, treasurer; executive commit- 
tee: Eugene C. Johnson, Eugene J. Theisen, and Joseph M. 
Eppler. 

. A discourse on various forms of transportation insurance 
was presented by James L. McFadden, chairman of the export 
and import committee. 

The thirteenth annual dinner will be held at the Berwick 
Hotel November 16. Benjamin Lewis is chairman of the ar- 
rangements committee. Samuel P. Beatty, president, presided. 





Doings of the Traffic Clubs 





Miss Carrie Henoch, whose portrait is herewith presented, 
has been elected president of The Women’s Traffic Club of 
Greater New York, of which she is one 
of the organizers and charter members. 
She received her early business train- 
ing in the offices of the Lehigh Valley 
Railroad and the Louisville and Nash- 
ville Railroad, but for the last five years 
has managed the office of the Traffic 
Club of New York (the men’s traffic 
club). She has so acceptably filled this 
position that she is known as the “Traf- 
fic Club’s Sweetheart,” being a woman 
of real business ability and an abund- 
ance of personal charm. The Women’s 
Traffic Club of Greater New York is an 
alert and serious-minded organization. 
It has a membership of 81 and has sent 
a full delegation to every meeting of the Associated Traffic Clubs 
of America since the club was organized. At the Baltimore 
convention of the Associated Traffic Clubs, The Women’s Traf- 
fic Club of Greater New York was represented by a delegation 
of 23 members, including all of its officers and past presidents. 








The Traffic Club of New England will have a “Ladies’ 
Night” dinner and entertainment at the Copley-Plaza Hotel 
November 9. Miss Mary H. Ward, United States commissioner 
of immigration, will be the speaker. There will be dancing and 
an elaborate program is planned. 





John W. Maclvor, of the Second Presbyterian Church, will 
be the speaker at the weekly luncheon of the Traffic Club of 
St. Louis at the Jefferson Hotel November 7. 





The annual meeting and election of the Jamestown Traffic 
Club has been set for December 14 at the Hotel Jamestown. 





The Woman’s Traffic Club of Chicago will hold a “guest 
meeting” in the rooms of the Traffic Club of Chicago at the 
Palmer House November 6, at which Colonel Sidney Storey, of 
the Great Lakes-St. Lawrence Tidewater Association, will speak 
on “Chicago, the World’s Greatest Port.” A one-act play will 
be presented by club members. 





There was an attendance of nearly four hundred at a 
Hallowe’en party given by the Metropolitan Traffic Association 
of New York at the Hotel Victoria October 28. Cabaret enter- 
tainment was presented. The club has re-elected all of its offi- 
cers of last year, who are as shown in this column in the Traffic 
World of September 23. John Saxon was elected a new mem- 
ber of the board. At a meeting November 9 Charles J. Baker, 
American Smelting and Refining Company, will speak on “The 
Industrial Traffic Department.” Other subjects of an educational 
nature will be discussed at the first meeting in each month for 
the rest of the season. At its second meeting in each month 
the program provides for “open forum” discussion, 





; Officers will be nominated, a film, “Out to the Sea on Rails,” 
will be shown, and there will be a speaker at the next meeting 
of the Pacific Traffic Association, November 14, at the Palace 
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Hotel, San Francisco. The film will show the operation of 
Seatrain Lines, Inc., and will be explained by Cyrus A. Anderson, 
Pacific coast agent. 





The monthly meeting of the Omaha Traffic Club will be 
held at the South Omaha American Legion hall November 23. 
Dinner will be served and turkeys will be given away as door 
prizes. There will also be a turkey raffle after dinner. Enter- 
tainment is on the program. 





Twenty-three players tied for the M. J. McMahon trophy in 
the fall tournament of the New Orleans Traffic Club at the 
Audubon Golf Club October 26. A play-off was scheduled for 
November 2. Those in the tie were: J. C. Byrne, F. E. Martin, 
W. Smirl, J. M. Fush, J. M. Steele, J. J. Dee, J. M. Cousins, S. A, 
Dobbs, S. Drapekin, George French, H. J. Lamson, L. J. Fasullo, 
Charles Sorg, Jr., R. C. Jamison, R. Morse, R. Freebain, T. J. 
Scott, G. D. Smith, J. W. Allen, J. Lallande, Bruce Baird, A. H. 
Start, and F. A. Godat. 





The monthly meeting of the Traffic Club of Jacksonville 
will be held at the George Washington Hotel November 13. It 
has been designated “Seaboard Air Line Railway Day,” and 
Bull Derham and Bill Kenealy are in charge of arrangements. 
The principal speaker will be Colonel Henry W. Anderson, co- 
receiver of the Seaboard. Invitations have been sent to other 
Seaboard officials, as well as to prominent Jacksonville citizens 
and business men. Weekly “forum” luncheons have been dis- 
continued. 

The twenty-second annual dinner of the Transportation Club 
of Peoria will be held at the Pere Marquette Hotel November 14. 
The principal speaker will be V. V. Boatner, western regional 
director of the federal coordinator’s staff. It will be a “stag” 
affair. 





Songs and stories were on the program at a Hallowe’en 
luncheon of the Transportation Club of St. Paul at the Hotel 
Lowry October 31. Howard H. Ellsworth was master of cere- 
monies. 





At a luncheon of the Traffic Club of Minneapolis at the 
Nicollet Hotel November 2, Dr. Mecklenburg, recently returned 
from Russia, was the speaker. Russian instrumental music and 
folk songs were played by a quartette, through the courtesy of 
St. Thomas College. 





The Harbor Traffic Club, of the Los Angeles-Long Beach 
harbor district, will sponsor a “stag and smoker” at the Cali- 
fornia Yatch Club November 4. Transportation and commercial 
clubs of the district have been invited to participate. 





The Oklahoma City Traffic Club will observe “Missouri 
Pacific Lines Day” at the Chamber of Commerce November 6. 
E. G. Waring, general agent, Missouri Pacific, will have charge of 
the program and the speaker will be E. H. McReynolds, director 
of publicity. 





Digest of New Complaints 





No. 26233. Traffic Bureau, Chamber of Commerce, of Mitchell, S. D., 
et al. vs. A. & R. et al. 

Unreasonable rates, mixed furniture, Thomasville, N. C., to 
Mitchell, S. D. Ask rates. (W. G. Lyons, traffic commissioner, 
Traffic Bureau, Chamber of Commerce, Box 91, Mitchell, S. D.) 

No. oe — Florida Ice Co., Inc., Tallahassee, Fla., vs. A. G. 

- a. eh. 

Unreasonable rates and charges, bituminous coal, mines on L. 
& N. in Ky. and Tenn.; mines in Ala.; mines on Sou. in Ky., 
Tenn., and Va.; and from Southern Ry. mines in Ala. to Quincy, 
and Tallahassee, Fla. Ask rates and reparation. (Frank E. Har- 
rison, Jr., practitioner, P. O. Box 381, Tallahassee, Fla.) 

No. 26234, Sub. 1. Gadsden Ice & Power Co., Inc., Quincy, Fla., vs. 
A. G@. S. et al. P 

Unreasonable charges, bituminous coal, points in Ky., Tenn., 
Va., and Ala., to Quincy and Tallahassee, Fla. Asks rates and 
reparation. (Frank E. Harrison, Jr., practitioner, P. O. Box 381, 
Tallahassee, Fla.) 

No. 26234, Sub. ~. Tallahassee Wood & Coal Co., Tallahassee, Fla., vs. 
A. G. 8. et al. 

Unreasonable charges, bituminous coal, points in Ky., Tenn., Va. 
and Ala., to Tallahassee and Quincy, Fla. Asks rates and repara- 
tion. (Frank E. Harrison, Jr., practitioner, P. O. Box 381, Talla- 
hassee, Fla.) 

No. — Hess & Mooneyham, Inc., Dallas, Tex., vs. A. T. & S. F. 
et al. 

Unreasonable rates, silica sand, Ottawa, Ill., to Dallas, Tex. 
Asks rates and reparation. (J. O. Crawford, practitioner, 913 
Santa Fe Bldg., Dallas, Tex.) 

No. 26237. Twin Coach Corporation, Kent, O., vs. Erie et al. 
Rates in violation section 6, electric trolley passenger street cars 
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Your storage and shipping department at your factory 
cannot be duplicated in far away cities without con- 
siderable expense. Yet you need such facilities if you 
have efficient national distribution. 


Crooks Terminal Warehouses meet such a need. We 
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with rubber tires, Kent, O., to points in Ill., Mich., and N. Y. Asks 
reparation. (J. M. Smith, preetitionss. Mills Bldg., Washington 
= C., and J. P. Matthews, T. M., Twin Coach Corporation, Kent’ 


No. 26238. Dawson Produce Co. et al., Oklahoma City, Okla., vs, 4 
T. & S. F. et al. 

Rates in violation sections 1 and 3, fresh vegetables, points jp 
Wash., and Ore., to points in Okla., on and north of the C. R, [| 
& P. Jobbers in Kan., Mo., Tex., and Okla. preferred. Ask repara- 
tion. (E. N. Adams, T. M., 304 Tulst Bidg., Tulsa, Okla.) 

No. —, —— Mills & Power Co., Lawrence, Kan., vs. A. 7. 
& S. F. et al. 

Rates and charges in ‘violation sections 1, 3 and 6, wheat, Kan. 
sas points to Lawrence, Kan., there milled and products shippeq 
under transit rules and regulations to Fresno, Los Angeles, Oak. 
land, Riverside, San Diego and San Francisco, Calif. Shippers 
of plain flour and other grain products preferréd to serious disad-. 
vantage and injury of complainant in the shipment of Self-rising 
flour and wheat centers (wheat germ). Ask rates and reparation, 
&. a Hogueland, counsel, Board of Trade Bldg., Kansas City, 

oO. 


No. 26240. Midwest Coal Traffic Bureau, Kansas City, 
Arkansas Western et al. : ‘ 

Charges in violation section 3, bituminous coal, points in Mo, 
Kan., Ark. and Okla., to points in Neb. as compared with rates 
from points in Colo., Wyo., Ill. and Ky., to points in Neb, 
Alleges defendants maintain lower rates on fine coal than are 
contemporaneously maintained on lump and other larger sizes 
of coal to Neb. points from points in Colo., Wyo., Ill. and Ky. 
Asks cease and desist order. (H. J. Goudelock, executive secre- 
tary, 1004 Baltimore Ave., Kansas City, Mo.) 

No. 26241. Peters Packing Co., McKeesport, Pa., vs. B. & O. et al, 

Charges in violation sections 1, 4 and 6, hogs, LaGro, Ind., to 
McKeesport, Pa. Asks reparation. (Geo. E. Morcroft, T. M., 
212 Fruit Exchange Bidg., Pittsburgh, Pa.) 

No. 26242. International Refining Co. et al., 
Camas Prairie et al. 

Unreasonable rates, petroleum, and its products, Sunburst, 
Mont., to Sand Point and Bonners Ferry, Ida., and from Portland, 
Ore., to points in Ida. Ask reparation. (Chas, Ervin, A. M,, 
Railway Traffic Div., The Texas Co., 135 E. 42nd St., New 
York, N. Y.) 

No. 26243. Clicquot Club Co., Millis, Mass., vs. N. Y. N. H. & H. et al. 

Unreasonable charges, ginger ale, in glass, packed in cases and 
cartons, a @x Station, Mass., to Newport News, Va. Asks 
reparation. (G. L. Hamilton, T. M., Millis, Mass.) 


No. 26179, Sub. No. 2. Union Fork & Hoe Co., Columbus, O., vs. West 
Shore (N. Y. C., lessee) et al. 
Charges in violation sections 1 and 6, rough handle material, 
Frankfort, N. Y., to Columbus, O. Asks rates and reparation. 
(G. M. Stephen, commerce atty., 19 S. Wells St., Chicago, Il.) 


No. . The een Paint & Color Co., High Point, N. C., vs. 
\ . et al. 

Rates and charges in violation sections 1 and 6, Solox, Curtis 

Bay (Baltimore), Md., and South Charleston, W. Va., to High 

Point, N. C., and talc, Hailesboro, N. Y., to High Point, N. C. 

Asks rates and reparation. (Thaxton Richardson, P. O. Box 612, 
Greensboro, N. 


Mo., vs, 


Sunburst, Mont., vs. 





Personal Notes 





S. P. Ruddiman has been elected president of the Detroit, 
Toledo and Ironton, with headquarters in Dearborn, Mich. 


M. D. Green has been appointed executive assistant, Mis- 
souri-Kansas-Texas Lines, with headquarters at Oklahoma City, 
reporting to the president on executive matters, and to the gen- 
eral counsel, as heretofore, on legal matters. 


Milo Arbuckle has been appointed district freight representa- 
tive, B. & O., at Little Rock, Ark. L. F. Root has been ap- 
pointed division freight agent at Springfield, Ill. E. Y. Yarke 
has been appointed division freight agent, Alton Railroad, at 
Bloomington, III. 

The following changes in the organization of the operating 
department of the Pennsylvania are announced: Robert Farn- 
ham, chief engineer in charge of the Philadelphia improvements, 
is transferred to the staff of the chief engineer. Raymond 
Swenk, now general superintendent of the northwestern division 
in Chicago, is assigned to special duties in the office of the vice- 
president at Philadelphia. J. L. Gressitt, now general super- 
intendent of the southwestern division, at St. Louis, becomes 
general superintendent of the northwestern division in Chicago. 
H. W. Jones, general superintendent of motive power of the cen- 
tral region, in Pittsburgh, becomes general superintendent of 
the southwestern division in St. Louis. M. R. Reed, superin- 
tendent of motive power of the eastern and central Pennsyl- 
vania divisions, at Harrisburg, goes to general superintendent of 
motive power of the central region at Pittsburgh. H. H. Haupt, 
master mechanic of the Buffalo division, goes to superintendent 
of motive power of the eastern and central Pennsylvania divi- 
sions at Harrisburg. 

George A. Olson, special representative of the Chicago and 
Northwestern, recently addressed building supply dealers of 
Sheboygan, Wis., on the benefits of association efforts, the 
significance of the NRA, and the possibilities of cooperation 
under recovery codes. 





ovel 
= 


et 
inc 


"5 


Lak 
~*~ 





PAGE 822 


The Traffic World 


Vol. LII, No; 19 


Docket of the Commission 


NOTE—iItems in the Docket marked with an asterisk (*) have 
been added since the last issue of The Traffic World. New assign- 
ments now on the Commisesion’s docket of dates later than herein 
shown will not bear asterisks when they do appear. Cancellations 
and ponements announced too late to show the change in this 
Docket will be noted elsewhere. 


November 6—Denver, Colo.—Examiner Davis: 
Finance No. 9087—Application Denver Pacific R. R. for authority 
to construct a line of railroad from Denver, Colo., to San Pedro 
Harbor, Calif. 


November 7—Washington, D. C.—Examiner Smith: 

16747 and Sub. 1—George W. Pyott Sand & Gravel Co. et al. vs. 
A. T. & S. F. Ry. et al. 

November 7—Washington, D. C.—Examiner Molster: 

Finance No. 9186—Joint supplemental application of California, 
Arizona & Santa Fe Ry. and A. T. & S. F. Ry. for autkority to 
modify the existing Sonee of the properties of the California, 
Arizona & Santa Fe Ry. to the A. T. & S. F. Ry. (except the 
ge — Needles and Mojave, Calif.) by reducing the amount 
of renta 


November 7—Washington, D. C.—Examiner Brinkley: 
Valuation No. 1183—In re tentative valuation of property of Cow- 
litz, Chehalis & Cascade Ry. 
November 8—Argument at Washington, D. C.: 
re I. DuPont De Nemours & Co. vs. N. Y. S. & W. R. R. 
et al. 
25588—F lorence — Foundry & Machine Co. et al. vs. N. Y. N. H. 


& H. R. R. et al. 
25569—Alabama Grocery Co. et al. vs. A. T. & S. F. Ry. 


November 8—Washington, D. C.—Examiner Sullivan 

Finance No. 10091—Joint application of J. M. Kurn and John G. 
Lonsdale as trustees of Railroad and properties of St. L.-S. F. 
Ry. for permission to abandon —. over the tracks and 
passenger station facilities of I. C. R. in Memphis, Tenn. 

Finance No. 10092—Joint pe SB By of J. M. Kurn and John G. 
Lonsdale as trustees of the railroad and properties of the St. L.- 
S. F. Ry. for authority to operate over the tracks and station 
— of the Memphis Union Station Co. in city of Memphis, 
enn. 


et al. 





THAT COUNTS 


General Merchandise— Cold Storage 
Warehouse 


WAREHOUSING — DISTRIBUTION — FINANCING 


Freezers 
Coolers 


Cargo-Handling 


Rail-Lake and Barge 
Terminal Auto Dealers 
96 Car Track ; Warehousing 
Capacity a ' Service 
2000 Feet Private 4 Office and Factory 
Dock — Space 


Storage-in-Transit 


TERMINALS & TRANSPORTATION CORPORATION 
HARBOR TURNPIKE BUFFALO, N. Y. 


November 9—Washington, D. C.—Examiner Shinn: 
Fourth Section Application No, 15255—Filed by F. A. Leland. 


November 9—Argument at Washington, D. C.: 
25548—J. Hamburger Co., Inc., et al. vs. A. Cc. L. R. R. et al. 
25597—Hungerford & Terry, Inc., vs. Pa. R. R. 
25723—Interstate Amiesite Co., Inc., vs. P. & L. E. R. R. et al. 
25814—Sidney Szerlip et al. vs. Erie R. R. et al. 


November 10—Durango, Colo.—Examiner ag 3 
Finance No. 10105—Application D. & R. 
to abandon its Pagosa Springs faa 


W. R. R. for permission 

November 10—Argument at Washington, D. C.: 
Finance No. 9 Application L. & N. R. R. 

25510—Hickory Clay oducts Co. vs. A. C. L. 

25571—Rockdale Lime Co., Inc., vs. B. & O. R. 

25594—American Steel & Wire Co. et al vs. B. & O. R. R. et al. 

November 10—Washington, D. C.—Examiner Boat: 

Fourth Section Application No. 15210—Filed by E. B. Boyd, Agent-- 

Brick and clay products to Eastern Colorado. 
November 10—Washington, D. C.—Examiner Molster: 

Finance No. 3459—Joint supplemental application of St. Louis South- 
Western Ry. of Texas and Stephenville North & South Texas Ry 
for authority to extend the term of the existing lease of the 
railroad, properties and appurtenances of the Stephenville North 
& South Texas Ry. to the St. Louis Southwestern Ry. of Texas 


November 13—Washington, D. C.—Examiner Brennan: 
25761—and Sub. 1—Traffic Bureau-Lynchburg Chamber of Commerce 
et al. vs. C. & O. Ry. et al. 
25785—and Sub. 1 to 16, incl—A. S. Nowlin & Co. et al. vs. C. & 
O. Ry. et al. 
25789—Augustus N. Dull, trading as Guss Dull and the Guss Dull 
Transfer Co., vs. C. & O. Ry 
25820—Traffic Bureau- Lenehiete Chamber of Commerce for Alberti 
& Co. vs. N. & W. Ry. (adjourned hearing). 
November 14—Washington, D. C.—Examiner Boat: 
Fourth Section Application No. 15004—Filed by J. E. Tilford. 
November 14—Washington, D. C.—Examiner Weems: 
* 1. & S. 3864 and 1st supplemental order—Class rates between south- 
ern and W. T. L. points. 
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“OPPORTUNITIES 


In Traffic Management” 


“Opportunities in Traffic Management,” a 
64-page book, FREE, should be read by every 
man seeking advancement in traffic work. 


of financial success. Many LaSalle- 
trained traffic managers — both in the 
railroad and industrial field — now com- 
mand salaries of $4,000, $6,000 a year 
and better. Investigate! Send for this 
free book today. Find out how you can 
qualify for these higher positions — 

le home-s training and guid- 
ance. Write now for for your ree copy of 
“Opportunities in iTraitic Management.” 

ddress— 


This book points the way to the higher 
positions in the field of Traffic Manage- 
ment. It tells how men once on small 
salaries have demonstrated their ability 
to make savings for the companies they 
work for and thus rise to more respon- 
sible positions. The field of Traffic Man- 
agement offers real opportunity only to 
the man who knows. Spare time study 
and the will to succeed have pushed 
scores of traffic employees up the ladder 


LaSalle Extension University, Dept. 1195-T, Chicago, IIL. 
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promptly after delivery. The Railway Expressman is 
your collector, saving you a lot of billing—and a lot 
of waiting for your money. This service is a real 
benefit to shipper and consignee alike. 

You can count upon complete and satisfactory 
service from Railway Express all the way from start 
to finish. A prompt call for your goods is assured 
in all leading cities and towns and this service is as 
near your elbow as your office phone, for more than 
23,000 Railway Express offices are ready to do your 
bidding. The efficiency of this service has been proved 
to thousands of shippers and this thought can reduce 
toaminimum your own worries about goods intransit. 
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CASH on DELIVERY 
Another Feature of 


RAILWAY EXPRESS 


It may not be desirable to hold up your shipments 
while you check up on your customers’ credit. Here’s >» 
a way to ship promptly and at the same time be sure NATION-WIDE 
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: SERVING 
of your money —C.O.D. Railway Express. Many 
th- shippers ship C.O.D. Railway Express with the RAIL AND AIR THE NATION 


knowledge that they will get their money very SERVICE FOR 94 YEARS 


























One Year From Today 
What Will You Be Earning? 


This may be the most important year in your life! Your 
whole future is apt to depend on how you take advantage 
of present business changes. 


The “New Deal” is opening up new jobs, creating unusual 
opportunities, bringing back prosperity. But that does not 
insure prosperity for you. Only you can insure that. 


CALMAR LINE 


INTERCOASTAL SERVICE 


WESTBOUND SCHEDULE 
ARRIVES 































Les San | Oakland | Portland | Tacoma 
Angeles |Francisco} Alameda t Seattle 


























For months—maybe years—employers will be able to pick VERMAR Sailed | Nov. 6] Nov. 8| Nov. 12] Nov. 15 
and choose out of the millions now unemployed or dissatis- *FLOMAR Nov. 9} Nov. 13} Nov. 15} Nov. 19] Nov. 22 
fied with their work and pay. Naturally they will pick the LOSMAR Nov. 23] Nov. 27] Nov. 29] Dec. 3] Dec. 6 
men with most preparation and ability. MASSMAR 8] Nov. 30] Dec. 4] Dec. 6] Dec. 10] Dec. 13 

You should—you must—make yourself quickly more val- PORTMAR Nov. 11] Nov. 15] Dec. 7] Dec. 11] Dec. 13] Dec. 17] Dec. 20 


uable—to protect what you have and to insure getting your PENNMAR 
share of the promotions and pay raises. It is being done by 


OTHERS—it can be done by YOU! *Effective with S.S. Flomar vessels will call at Encinal Terminal, Alameda. 


Ask us to send you full details about our new spare time EASTBOUND SCHEDULE 
training, and to'explain how it prepares you to meet today’s 
demands and opportunities, also about our salary-increasing 
plan. If you really are in earnest, you should investigate 
at once. Check your field below, write your name and ad- 
dress, and mail. 


LaSalle Extension University 
Dept. 1195-R Chicago 


Send me, free, the facts about the demands and opportuni- 
ties in the business field I have checked—and about your 
training for that field. 






ey ee! 









(]) Higher Accountancy C) Industrial Management tCargo from Portland will be loaded on vessels westbound voyage as per 
™ : — Bookkeeping tS a Foremanship above schedule. 
usiness Management Business English Subject to change and/or cancellation without notice as regards 
“d (j Traffic Management [] Law—LL. B. Degree Steamers, arrival and theremin dates, and to Company’s right 
> [] C. P, A. Coaching C) Commercial Law to omit scheduled ports and/or add other ports. 
ar L) Grocery Store Management () Stenotypy 
ws L) Modern Salesmanship 1) Effective Speaking EASTBOUND LOADING AND DISCHARGING PIERS 
. PACIFIC COAST ATLANTIC COAST 
° a a ee ob iis Scalikn isis ee TRL Ae Ee Se SEATTLE—Atilantic Deck Terminal 
of € STOCKTON t Doek NEW YORK—Pler 40—North River 
. SAN FRANCISCO—Pler 48B PHILADELPHIA—Pier 98 South Wharves 
ce te ETE Lee TORO OEY eee RE a A OE Nn OAKLAND—Howard Terminal BALTIMORE—Pier 7 Port Covington 





ALAMEDA—Encinal Terminal 
LOS ANGELES—Berth 145 Wilmington 
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November 15—Seattle, Wash.—Examiner Stiles: 
26158—Nuckolls Packing Co. vs. A. T. & S. F. Ry. et al 
23604—St. Louis Independent Packing Co. vs. A. T. & S. F. Ry. 
et al. (and cases grouped therewith). 
— Packing & Provision Co. et al. vs. A. T. & S. F. 
y. et al. 
November 15—Washington, D. C.—Examiner Peyser: 
Fourth Section Application 15262—Filed by J. E. Tilford, Agent. 
Fourth Section Application No. 15326—Filed by J. E. Tilford, agent. 


November 15—Argument at Washington, D. C.: 
25444 (and Sub. 1)—Mosbacher Motor Co. vs. A. & S. R. R. et al. 
(and cases grouped therewith). 
oo Falls Petroleum Traffic Assn. et al. vs. A. & R. R. R. 
et al. 


November 15—Deming, N. M.—Examiner Davis: 

Finance No. 9876—Joint application of Burro Mountain R. R. and 
Southern Pacific Co. for permission to abandon the so-called 
Tyrone Branch of the Burro Mountain R. R. between Burro Moun- 
tain Jct. and Tyrone, Grand County, N. M 

November 16-17—Argument at Washington, D. C.: 

|. & S. 3130—Southwestern Rates—Part 11—Stone. 
grouped therewith). 

November 17—Washington, D. C.—Examiner Glover: 

Fourth Section Application No. 15267—Rates in connection with E. 
St. Louis, Columbia & Waterloo Ry.—Filed by J. E. Tilford, Agt. 


November 17—Denver, Colo.—Commissioner Aitchison: 

25923 and Sub. 1—Bayly-Underhill Manufacturing Co. vs. C. B. & 
Q R. R. et al. 

25823—-Denver Steel & Iron Works Co. et al. vs. A. T. & S. F. 
Ry. et al. 

November 17—Phoenix, Ariz.—Examiner Davis: 

Finance No. 10079—Joint application of Arizona Eastern R. R. and 
Southern Pacific Co. for permission to abandon parts of its Mesa 
branch and parts of its Casaba branch in Maricopa County, Ariz. 

Finance No. 10167—Application Southern Pacific R. R. for authority 
to acquire control of Tucson & Nogales R. R. by purchase of 
capital stock. 


November 17—Washington, D. C.—Examiner Snider: 

* 17304—Internationa] Oil Co. et al. vs. A. & S. Ry. et al. 

* 21737—L. A. Arbogast, Jr., and J. R. Stewart, doing business under 
partnership name of Dacotah Oil Co. of Jamestown, N. D., vs. 
a. TF. & S. FF. Re. o& ai. 

23867—Farmers Union Oil Co. et al. vs. A. & S. Ry. et al. 

25451—Northwest Petroleum Assn. et al. vs. A. & S. Ry. et al. 


November 17—Rollingstone, Minn.—Minn. R. R. & Warehous Com- 
mission: 

* Finance No. 9036—Supplemental application of C. G. W. R. R. for 
permission to abandon its line between Rollingstone and Altura, 
Minn. 

November 18—Argument at Washington, D. C.: 

25542—-Frederick Co-Operative Oil Co. vs. A. T. & S. F. Ry. et al. 


(and cases 


ATTORNEYS AT LAW 


HARRY C. AMES 


ATTORNEY AT LAW 
Successer te Keene & Ames 


Fermerly Attorney and Examiner 
Interstate Commerce Commissien 


Transportation Bldg., Washington, D. C. 


H. D. DRISCOLL 


Commerce Counsel and Attorney 


Southern Building 


WASHINGTON, D. C. 
Oklahema City Office, Petroleum Bldg. 
Tulsa, Okla., 1503 E. 27th St. 


PAYSOFF TINKOFF 


Attorney-at-Law and Certified Public Accountant 
(Illinets) 


Practicing 
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25585 and sub. 1 and 2—August Boyer, trading as Boyer Oil Co, ¢ 
al., vs. A. V. I. Ry. et al. 
November 20—Argument at Washington, D. C.: 
19571 and Sub. 1—Commercial Club of Fargo, N. D., et al. va. 4 
& W. Ry. et al. 
25254 (and Sub. 1)—Chamber of Commerce of Fargo, N. D., et aj, 
vs. A. C. & Y. Ry. et al. 
November 20—Washington, D. C.—Examiner Hosmer: 
— In the matter of divisions of joint class rates in official ter. 
ritory. A 
26141—Chesapeake Western Ry. vs. A. C. & Y. Ry. et al. 


November 20—Santa Fe, N. M.—Commissioner Aitchison: 
26168—Alamo Coal Co. et al. vs. A. T. & S. F. Ry. et al. 
November 20—Washington, D, C.—Examiner Sullivan: 
* Finance No. 10193—Application Me. Cent. R. R. for authority to 
acquire control of the Portland & Rumford Falls R. R., Portland 
& Rumford Falls Ry. and Rumford Falls & Rangeley Lakes R, 
R. by purchase of capital stock under section 5 (4) of the inter. 
state commerce act. 
November 20—Chicago, Ill—Examiner Disque: 
* 1. & S. 3921—Paper and pulpboard between C. F. A. and Wis. pts, 
November 21—Washington, D, C.—Examiner Glover: 
Fourth Section Application No. 15261—Filed by Mo. Pac. R. R., for 
itself, and in behalf of I. C. R. R., L. & A. Ry., N. O. T, 
ny, 7 £2n0. BR, TT. &P. By. ana YY. & M. V. RR. RR. 
November 21—Washington, D. C.—Examiner Archer: 
26074—R. W. Burch, Inc., et al. vs. Ry. Express Agency, Inc., et al, 
November 21—San Francisco, Calif.—Examiner Stiles: 
26158—Nuckolis Packing Co. vs. A. T. & S. F. Ry. et al. 
23604—St. Louis Independent Packing Co. vs. A. T. & S. F. Ry, 
et al. (and cases grouped therewith). 
— Packing & Provision Co. et al. vs. ALT. & SR 
y. et al. 
November 21—Argument at Washington, D. C.: 
25233 (and Sub. 1 to 4, incl.)—Montana-Dakota Power Co. vs, C 
& N. W. Ry. et al. 
“—— ee Sub. 1 and 2)—Montana-Dakota Power Co. vs. G. N, 
y. et al. 
25407 (and Sub. 1)—Reed & Wheelock vs. C. BR. & Q. R. R. 
25669—Northwestern Marble Corp. vs. C. M. & St. P. Ry. et al. 
November 21—Memphis, Tenn.—Examiner Mattingly: 
23606—Memphis Freight Bureau for Binswanger & Co. et al. vs, 
Louisiana Railway & Navigation Co. et al. (further hearing). 
November 21—Washington, D. C.—Examiners Fuller and Peyser: 
17000—part 4-A—Rates on refined petroleum products from, to and 
between points in the southwest. (Petition of respondents for 
reconsideration and modification of finding and order.) 
Fourth Section Application Nos 14476, 14970 and 15265 filed by F. A. 
Leland and 15243 filed by E. B. Boyd. 


November 21—Washington, D. C.—Examiner McGrath: 

15007, and Sub. 1—Pittsburgh Coal Producers’ Assn. et al. vs. A. C. 
& I. et al. (Lake Cargo Coal Rates, 1925.) (Supplemental peti- 
tion of defendants assigned for hearing as to whether or not it 
should be granted.) 


November 22—Argument at Washington, D. C.: 
25625—Fred W. Roedter vs. C. & N. W. Ry. 
25777—J. T. Baker Chemical Co. vs. L. V. R. R. et al. 
25784—-Selby Shoe Co. vs. B. & O. R. R. 


November 22—Washington, D. C.—Examiner Shinn: 
Fourth Section App. No. 14500, filed by Agent Fonda. 
Fourth Section App. No. 14739, filed by Agent Fonda. 


November 22—Chicago, Ill—Examiner Disque: 
1. & S. 3913 and 1st and 2nd supplemental orders—Canned goods from 
Pacific Coast to points east. 


November 22—Traverse City, Mich.—Michigan Public Utilities Com- 


mission: 
* Finance No. 10098—Application Manistee & Northeastern Ry. for 


permission to abandon its line between Kaleva and Solon, Mich. 


November 23—Washington, D. C.—Examiner Lawton: 
Fourth Section Applications Nos. 14986 et al.—Petroleum and its 
products. _ 
Fourth Section App. No. 15242 filed by Agent Boyd. 


CAR SURPLUS REPORT 


The average daily surplus of freight cars in the period Octo- 
ber 1-14, inclusive, was 376,818 as compared with 380,088 cars 
in the preceding period, according to the car service division 
of the American Railway Association. It was made up as 
follows: 


Box, 176,476: ventilated box, 1,112; auto and furniture, 41,132; total 
box, 218,720; flat, 17,635; gondola, 66,590; hopper, 44,236; total coal, 
110,826; coke, 764; S. D. stock, 16,079; D. D. stock, 1,545; refrigerator, 
9,773: tank, 579; miscellaneous, 897. 


Canadian roads reported a surplus of 24,075 cars, made uD 
of 21,500 box, 775 auto, 900 flat, 325 refrigerator, and 575 miscel- 
laneous Cars. 


QPetnaa 


—Stamford, South Norwalk, Bridgeport 
sine New London and Norwich, Conn. : 
o—C. F. A., W. T.L., Inter-Mountain, 

m Carolinas, South and Southwest 
iq4—CLYDE, OLD DOMINION, SAVANNAH, 
Vie MALLORY and MORGAN S. S. LINES 


THAMES RIVER LINE, INC. 


Pier 31 E. R. NEW YORK CI 
ERNEST E. FUCHS, Vice-Pres. 
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